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Designed to carry passengers and cargo, this new 

Built by vessel of the New Zealand Shipping Co.’s fleet gives 

. ; ss i unexcelled accommodation to 399 people — all in one 

John Brown & Co. Limited class —on a seale never previously attempted on the 
Clydebank, United Kingdom — New Zealand run. 


To ensure the most efficient electrical service 


Equipped with Bit ¢ under all conditions at sea, she has been equipped with 
Ship ring ¢ ables Ship Wiring Cakles manufactured by BICC. 


2 SHIP WIRING Gates” 


BATT LS a INSULATED CALLER DER CABL LIiMiTtseD 
NORFOLK HOUSE. NORFOLK STREET. LONDON, m...€ <2 
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THE PORT 
of 


MANCHESTER 


MANCHESTER COTTONS—YORKSHIRE WOOLLENS— 

SHEFFIELD CUTLERY—BIRMINGHAM HARDWARE— 

THESE AND MANY OTHER INDUSTRIES ARE 

CONCENTRATED IN AN AREA WITHIN 75 MILES 
OF THE PORT. 


ALL IMPORTERS & EXPORTERS 


IN THIS GREAT MANUFACTURING AREA 
SHOULD CONSIDER THE ECONOMICS 
AND CONVENIENCE OF USING. THEIR 


NEAREST PORT 


EVERY SHIP'S BERTH Rail 
connected. 
EXTENSIVE Warehouse and Open Storage 
accommodation. 
THROUGH RATES inclusi.e of ship canal 
toll quoted. 


COAL and OIL BUNKERING, graving docks 
and pontoons. 


SITES FOR WORKS 


Near the Manchester Docks and along the Ship Canal there 

are excellent sites with deep-water frontage—accommo- 

dating ocean-going Ships—with rail, road and inland 
waterway connections. 


and Road 


FOR PARTICULARS CONCERNING THE PORT APPLY TO THE 


MANCHESTER SHIP CANAL COMPANY, 
KING STREET, MANCHESTER. 
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Recordon the portable Magnetic Dictating Unit enables 
you to finish your dictation at home or even on journeys 
in your car. Its clear, crisp recordings enable typists to 
transcribe letters quickly, without any fear of mistakes. 
The inexpensive paper recording discs can be used over 
and over again. It is in fact the very latest development 
in magnetic dictating. No modern business can afford to 


be without it. 


£49 ..10.0 


Microphones and Receivers extra, according to the types required 


RECORDOWN’ 


TRADE MARK 


DUAL PURPOSE MAGNETIC 


DICTATING UNIT 


Manufacturers and Sole Distributors 
THERMIONIC PRODUCTS LTD., HYTHE, SOUTHAMPTON. 
Tel. : Hythe 3265 


howrooms : Morris House, Jermyn Street, $.W.1 Tel.: WHI. 6422 


& Service Centres: Manchester, Birmingham, Bristol, Leeds, Newcastle, Glasgow 
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SS. Empress of Britain 





P Three ships recently equipped 
TSS. Presdente Peron t 


nith Frigidaire auxiliary re 
\ > frigeration...the S.S. Caronia, 


S.S. Empress of Britain and 
T.S.S. Presidente Peron. 


Frigidaire auxiliary refrigeration equipment 
When you buy Frigidaire has these advantages : 
equipment you are buying the latest and finest products of Ww 1t is easily installed and highly economical 


- . fo run. 
over 30 years’ refrigeration experience. Fine materials and 


f % It is designed specifically for marine usage. 
‘xpert craftsmanship go to the making of a Frigidaire. ; . 
expert cra ' % It is installed by skilled engineers of accredited 


The result is a product which gives reliable, trouble-free | Frigidaire Dealers. 


service . . . in anv climate and under all conditions. % Frigidaire craftsmanship and experience en- 


sure its long life and supreme reliability. 
The Cold R R . * Frigidaire service and parts are avail- 
Shop... one of the 13 Frigidair able in almost every country and port 
pees me te 155 in the world. 


Presidente Peron. 
For further information and advice consult your local 


Frigidaire Dealer or write direct to Frigidaire. 


vou cant match FRIGIDAIRE 


MADE IN BRITAIN BY FRIGIDAIRE DIVISION OF GENERAL MOTORS LIMITED 
STAG LANE, KINGSBURY, LONDON, N.W.o. TELEPHONE : COLINDALI 





6541 
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Occupying only a third of the space hitherto 
required, the * 70° and * 80 } series of power amplifiers 
developed and produced by REES MACE engineers 
represent a major advance in amplifier design. 

rhe application of semi-miniature technique has 
resulted in a readily interchangeable unit measuring 
only 45° x 9)" x 104” which, in operating direct from 
D.C. mains, reduces maintenance to a minimum. 

Equally suitable for large or small installations, 
these units conform to the high marine standard 
already associated with REES MACE products. 

For full details of the A.70 (100v.D.C.) and A.80 


(220v.D.C.) please write to: — 


REES MACE (1950) LTD 


1, Hinde Street, London, W.|I. 
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Ee ay 
375 watts of high quality 
audio sound may be 
obtuined with fifteen am- 
plifiers mounted in one 
standard rack, 


Telephone WELbeck 7961 








Various access 


“HEAVY DUTY 


The Heavy Duty AvoMeter 
a portable muti range 


»y a small control on the panel. 


VOLTAGE A.C.'D.c. 

10, 25, 250, 1,000 volts 
CURRENT A.C. D.C. 

10 mA, 100 mA, | amp, 10 amps 
RESISTANCE 

0-500 ohms (Midscale 12.5 ohms) 
0-50,000 ohms (Midscale 1,250 


ay nage th 

».C ge ranges : 1,000 ohms 

10-volt A.C. range 

200 ohms per volt Other A.C 

4 voltage ranges : 500 ohms per voit 
ACCURACY 

On D.C. | per cent. of tull scale 

value. On A.C. to BS. first grade 


<13 : 33 : © 
Leather Cas tra 
s are available . - =e 
xtending the above ranges 
7 si 4 inches, 
Weight s} Ibs. approx 


THE AUTOMATIC COIL WINDER & ELECTRICAL EQUIPMENT CO., LTD. 
inder House, Douglas Street, London, $.W.1 Phones : ViCtoria 3404-9 











REPAIRS on the BRISTOL CHANNEL 


MOUNTSTUART 
DRY DOCKS 


LIMITED. 





Mountstuart Dry Docks 


CARDIFF =~ “esmsty Dr Dosis 
NEWPORT ~ $8557.25,25% 
eee ee SES 
AVONMOUTH "sis.:2*" "8 > 


SPECIALLY EQUIPPED FOR 
DIESEL ENGINE REPAIRS 


REPAIRING BERTHS & JETTIES 


Head Office : Cardiff. 


Telegrams : ‘* Mountstuart.’’ ‘Phone; 5103 
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STEPHEN 


SHIPBUILDERS 
MARINE ENGINEERS 
SHIP and ENGINE REPAIRERS 


ALEXANDER STEPHEN & SONS LTD., LINTHOUSE, GLASGOW, S.W.I 


Shipyard * Linthouse Glasgow Telephone : Sh ey Govan 2421 (14 lines) | 


Telegroms : Repairs **Midyard Glasgow " 
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CONDENSER TUBES in cupro-nickel, aluminium brass, 


“Non- ferrous | ] Admirsity-beass and other alloys. 


COPPER TUBES for steam, water, domestic and other marine 


tu b es j applications. 
- | Made to British Standard, Admiralty and A.1.D. Specifications. 


f cs * 3 

or S$ ipping j ; SCOTTISH NON-FERROUS TUBE INDUSTRIES LIMITED 
TR Sales Office: 4 Blythswood Sq., Glasgow, (.2. Tel: Douglas 7020, Works : Hillington, Glasgow, 8.W.2 
A 





The Shipping 





Yo troq oft 
\o s10q 


JOT2IAd 
For a quick 
TURN ROUND 
the port of 


BRISTOL 


ENGLAND 


World 


SCALE MODELS 
jee Publicity & Exhibition 


A waterline model of the S. S. STRATHNAVER built to the order 
of the P. & O. Steamship Company, Scale ,'th inch to the foot 


Renowned throughout the world as makers of fine 
models of all kinds, Bassett-Lowke have long been spec- 
ialists in the production of model ships. Details of Maritime 
models to any scale, working or static, can be obtained by 
special order from any of our offices. Also cross section 
models showing passenger accommodation, engine room 

layout, etc. 

Write for our catalogue (S.M 52) Models for Publicity and 


Exhibition’ also ** Bassett-Lowke Publications '’ (BP 52), which 
gives detai/s of all catalogues devoted to models and model making 


BASSETT-LOWKE Lrp. 
conoon NORTHAMPTON i sancuesten 


112, High Holborn, W.C.!. 28, Corporation Street. 

















ISAIAH PRESTON LIMITED 


ANCHOR WORKS 
CRADLEY ROAD 


CRADLEY HEATH, STAFFS., ENGLAND 


Telephone : 6494 Cradley Heath 


MANUFACTURERS OF 
STOCKLESS ANCHORS 
STOCK ANCHORS, and ALL TYPES 
BOATS’ ANCHORS, 
SHACKLES & FORGINGS 


IN ANY WEIGHTS UP TO 42) CWT 
Hall's Type Stockless Anchors to British Lloyd's and 
Bureau Veritas’ Requirements 
LONDON OFFICE: 
MITRE CHAMBERS, 
MITRE STREET, LONDON, E.C.3. 


Telephone: Avenue 2747. 

















THE ‘‘ CROMPTO 


Atmospheric Silent Ash Hoist 


Operated from Stokehoid floor 
Overtime unnecessary. 
Ashes discharged by men on watch. 


BLUNDELL & CROMPTON LTD. 


Engineers - Ship Repairers - Founders - Coppersmiths 
Head Office and Works 
West India Dock Road, LIMEHOUSE, LONDON, E.!4. 
Branch Works, Tilbury Docks, Essex 
Telephone: EAST 3838 (3 lines) Telegrams: “Blundell.” Phone: London 
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for Steelworks -on-the -Marsh 


_. Oaumon cagatec 
6Y | SuCTOe aqoGgme 


The new steel works for John 

Summers & Sons Ltd. will be 

built from 10’ to 40’ above marsh 

level. 4,500,000 cubic yards of 

this was reclaimed in six months. 

Pumping distance was up to 
2 miles. 














CONTRACTORS TO THE ADMIRALTY AND CROWN AGENT 


WESTMINSTER DREDGING COMPANY LIMITED 


12-14 DARTMOUTH STREET, WESTMINSTER, LONDON, S.W.1. Telephone : Trafalgar 683516 
And at BROMBOROUGH, CHESHIRE. Rock Ferry 4255 & 4530 
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Sea Trials: 
T.S.S. OCEAN MONARCH 


TURNERS (PHOTOGRAPHY) LTD., 99-105, NORTHUMBERLAND STREET, NEWCASTLE UPON TYNE, I. 
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Whether it be for bridges 
and other structures, 
for storage tanks, gas- 
holders, or for Class 1 
pressure vessels and 
boiler drums, welded 
for welding construction has ‘‘come 

to stay,’’ on account of 


its economy of material, 
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tightness of joints, and 
the neat sound job which 
welding makes. 
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Appleby Steel Plates have 
excellent physical properties, 
are ductile, flat, well-sheared, 
and will be found highly 
suitable to all forms of welded 
construction in which plates 


are used. 

















APPLEBY-FRODINGHAM STEEL COMPANY - SCUNTHORPE - LINCS 


BRANCH OF THE UNITED STEEL COMPANIES LIMITED 
TELEPHONE: SCUNTHORPE 3411 (9 LINES) TELEGRAMS : “APPFROD" SCUNTHORPE 
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‘SHIPPING WORLD 


AND SHIPBUILDING & MARINE ENGINEERING NEWS 


The Oldest Weekly Journal devoted to Shipping, Shipbuilding, 
Marine Engineering, Shiprepairing, Insurance and Finance 


FOUNDED hae 1883 


Chairman and Managing Director of The Shipping World, Ltd. :—SIR ARCHIBALD HURD 
Editor :—PETER DUFF Managing Editor :—-RONALD KENDALL, M.C.M.S., A.M.I.NLA Advertisement Manager :—M. B. FIELD 


Annual Subscription 70s 


Head Offices : 1, Arundel Street, London, W.C.2. (Temple Bar 2523) Northern District Manager: W. S. Wilson, M.1.E.E., 27 Exchange 
Telegrams : ‘‘ Shipping World,’* London Buildings, Newcastle-on-Tyne. Telephone : Newcastle 27078 
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ELECTRIC CARGO WINCH 
and Derrick Topping Unit 


The combination of the Clarke, Chapman self-contained, water- 
tight, totally enclosed Electric Cargo Winch and Derrick Topping 
Unit goes far towards solving the problem of reducing the time 
spent on cargo handling in Port. 

The Winch is designed to operate with speed and efficiency even under the 
nost extreme climatic conditions. Maximum loads can be hoisted and lowered 

peed of 100 f.p.m. and light hook returned at 450 f.p.m 

ve job of hoisting, lowering, slewing and fixing of derricks is greatly sim- 
plified and accelerated when the Derrick Topping Unit is fitted. The need for 
manhandling the derricks is entirely eliminated 

The operation of the Topping Unit is fully described in our Publication 206, 


CLARKE, CHAPMAN & COMPANY LIMITED - VICTORIA WORKS - GATESHEAD-ON-TYNE, 
Telephone: Gateshead 72271 (IO lines) * Telegrams: “Cyclops”, Gateshead 
LONDON OFFICE: 112/113 Fenchurch Street, London, E.C.3 Telephone: Roya! 2737 8 Telegrams: “Cyclops 
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“I prefer 
BTH Marine Radar 


because Maintenance is so Easy” 








we RADAR poses some complex prob- 

lems. The equipment will, in general. 
be operated by personnel unskilled in radar 
technique and will be required to operate 
dependably for long periods without skilled 
maintenance. 


The equipment will be subject to extremes of 
temperature, conditions of high humidity, and 
continuous vibration. The robust construction 
of BTH Marine Radar takes full account of 
these requirements. 


It is so designed that skilled maintenance is 
reduced to a minimum; irregularities of opera- 
tion can be investigated regardless of prevailing 
weather conditions with ease and convenience. 

The D.C. supplies from the Power Unit are 
distributed through the equipment by means 
of readily accessible links, allowing the dif- 
ferent circuits to be isolated. In conjunction 
with the metering system, this arrangement 
facilitates the rapid location of circuit faults 
and defective valves. 


The radar cabin is of welded construction, ait 
lined with thermal insulating material, and Radar Unit— 


provided with forced ventilation. illustrating 
ease with 


Ask for BTH publication AG-772. which 
BTH marine radar is type tested and fully R.F. Head 
approved by the Ministry of Transport may be 
inspected, and 
Magnetron 
Member of the AEl group of companies withdrawn 


—if required. 


Asn 


BRITISH THOMSON - HOUSTON co. trp. rvcsy. encrann 


and 


DOBBIE McINNES Ltd., 191-3 Broomloan Rd., GLASGOW, S.W.1, & 52/53 Crutched Friars, LONDON, E.C.3 
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PRODUCTION AND INFLATION 


Trutu, we have been told, lies at the bottom of the 
well, and though the official planners, with their army 
of statisticians, are no doubt hard-working people who 
want to get to the bottom, their efforts are not very 
successful. There was never a time in our history 
when so many official statistics, the figures in some 
instances contradictory, were issued. And yet the 
truth has not been brought to the surface. The latest 
attempt to get to the bottom of the well is described 
in the publication National Income and Expenditure 
o} the United Kingdom, 1946-1950. It puts the value 
of the national product in 1950 at £11,970 million, 
which is £517 million, or 45 per cent, greater than the 
total for 1949. These are money figures and refer to 
an inflationary period. It is pointed out that they 
reflect the change in prices due to changes in costs at 
home, but do not reflect the rise in prices due _ to 
the increase in the costs of goods and services pur- 
chased from abroad, which amounted to £405 million 
in 1950. 

Have we got the truth at last? It is revealed that 
wages have increased by £470,000,000 in the past two 
years and salaries by £300,000,000, considerable sums. 
The broad conclusion is that money values, the cost 
of labour and raw materials, as well as local rates and 
transport costs, have inevitably risen in an inflation- 
ary period. But the question remains, are we really 
producing more per head of the larger army of workers 
than we were before the Second World War, or as 
much as in the war years? Ships cost far more than 
they did in the *tween-war years, of which 80 to 90 
per cent represents wages, bul will anyone claim that 
they are being built as quickly ? 

Everyone knows, first, that the working army 1s 
larger than ever before, with far shorter hours of 
labour than in prewar days, and that, secondly, in 
spite of all appeals for reform, restrictive practices in 
al) industries, including the maritime industries, con- 
tinue. Again, account must be taken of the many 
millions which have been spent on re-equipment so as 
to increase the productive capacity of the workers. 

Among examples of such expenditure are the 
development of welding in shipbuilding, the modern- 
isation of the mechanical equipment of the coal 
mines, which was well under way before they were 


Current 


Higher Prices for Ships 


THE MAIN BURDEN of the Budget will fall on private 
industry, which is also at the mercy of the State 
monopolies, coal, steel, power, light and inland trans- 
port, all of them charging much more for their goods 
and services and, nevertheless, incurring losses. In 
addition, repairs and local rates, no inconsiderable 
charge, are mounting up. All private firms are subject 
to these handicaps on cheap production. New ships, 
in these circumstances, will inevitably be more expen 


nationalised, and the immense strides which the steel- 
makers had made before the Iron and Steel Bill was 
passed, as was shown by the increase of output which 
went beyond the official targets again and again. All 
these considerations must be taken into account when 
considering the improvement in output which is 
claimed. If account were taken of all that has been 
done by private enterprise in the past ten or twelve 
years to bring shipyards, engine shops and factories 
up to date, it is doubtful if there is much ground for 
congratulation. 

We have been living and working under the excep- 
tional conditions brought about by the war, when a 
worldwide shortage of everything required by mankind 
occurred and we have, until recently, been living and 
working with the aid of capitalist America. Produc- 
tion costs were a matter of small importance because 
we could sell practically everything we made, from 
ships to low-powered motor cars, at almost any price 
we asked. The demand at home and overseas since 
the end of hostilities has exceeded the supply. Supplies 
to the home market have been restricted in order to 
feed the export market. That the output of manu- 
factures and coal, taken together, has exceeded the 
prewar figures is not proved by the White Paper. One 
Minister at least realises that all is not well. He has 
had the courage to say as much, though in restrained 
language in view of the coming General Election. 

The Minister of Works, although it was not a popular 
thing to say, declared the other day that he sometimes 
wished that some younger men of today had experi- 
enced unemployment. ** I am bound to say, as a per- 
son who until quite recently has had to handle quite 
considerable numbers of men spread over many dif- 
ferent trades, that younger people do not realise that 
full employment will only continue if they are con- 
scientious enough to get the maximum out of a day’s 
work.’’ Those are statements that might be displayed 
prominently at all places where, in official language, 
men ** are gainfully employed.’’ A large proportion 
of the workers, old as well as young, with their eyes 
on the clock, seem to be more interested in football, 
greyhound racing and other amusements than in the 
task of giving a fair day’s work for the higher wage 
they are paid for the shorter hours of labour. 


Events 


sive; the supply line begins in the coal mines and ends 
in the shipyards and builders and their sub-contractors 
are powerless to exercise any effective control over the 
spiral movement. During the discussions on the 
Chancellor’s proposals Members of Parliament on both 
sides of the House have talked mostly of their effect 
on the family budget, in other words, the voter. But 
some M.Ps, with a knowledge of industry, have had the 
good sense and courage to call attention to the check 
on cheap production which the Budget must have if 
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it is adopted in its original form. So far as the ship 
ping industry is concerned, the Hon. J. S. Maclay 
made an effective speech on the deterrent to the re 
placement of old tonnage which the withdrawal, as 
from April next year, of the initial allowance of 40 
per cent must exercise in association with the main 
tenance of the present taxation of undistributed profits. 
Rearmament must obviously embrace the maritime 
industries. The result of the Budget must eventually 
be unemployment in the shipbuilding districts and a 
deterioration in this country’s fleets engaged in com 
petitive trading on the world’s seas. The financial 
resources of owners have already been strained to 
breaking point. The upward movement in = shipyard 
prices, which has been going on for many years past, 
is illustrated by the experience of the Orient Line, and 
it is that of all lines. The Orient Steam Navigation 
Company has contracted for the building at Barrow of 
i passenger and cargo liner of about 28,500 tons, with 
geared turbines and a service speed of 225 knots, for 
the Australian service. The vessel will resemble ex 
ternally the Orcades and the Oronsay. The Orcades 
cost £3,250,000; the bill for the Oronsay was con 
siderably more; and the bill for the new ship will be 
still higher, for since the Oronsay was laid down the 
expenditure on labour and materials has become very 
much heavier. And so the spiral continues to rise 
ind will go on rising. The Government is, of course, 
making a good show with its taxation figures, which 
reflect the inflationary race of wages after the in 
creasingly costly family budget. The movement. is, 
in some measure, due to bulk buying which has proved 
so disastrous to the economic use of our available 
tonnage and hence the rise in freights. The big ship 
vards are full of work for many months ahead, but 
the medium and small establishments will be wanting 
work in no long time and would book orders at once 
if they were offered contracts. So they will hope that 
the reconsideration of the claims of shipowners which 
the Chancellor exhibiting a spirit of sweet reasonable 
ness in marked contrast to the attitude of his pre 
lecessor, has promised to give, may lead to a con 
tinuation of the initial allowance. It is a_ blessing, 
though a small one, in these days of economic diffi 
culty, with a surplus of taxation and a shortage of 
materials. Mr. Gaitskell may, perhaps, see the writing 
on the wall when he meets the deputation of shipowners 
which is to watt on him. 


An Infectious Disease 


THe virus of nationalisation is spreading. Ministers 
must be wondering whether they did well by this 
country or even by their own supporters, by confiscat 
ing the basic industries which had been founded and 
built up by private enterprise, paying the owners, tt 
is true, compensation, though tmadequate compensa 
tion. The coal mines furnished a glaring example of 
folly because, though privately operated, they supplied 
overseas customers and to that extent were inter 
national. At one time they provided Europe, South 
America and other buyers with 100,000,000 tons of 
coal each year, including bunkers. Under 
nationalisation, supplies have fallen off and prices have 
risen; customers who used to rely on British coal have 
to look elsewhere to meet their needs. The oilfields 
nationalisers in that 


ships’ 


in Persia are 
country as being in the same category as the coal 
mines in the British Isles. They supply local needs, 
but the vast majority of the oil is exported. The 
industry was founded by British industrialists and the 
larger part of the capital was supplied by the British 
Government. It has proved an excellent investment, 


regarded by the 


whether viewed from the financial or strategic stand 
point. The nationalist movement in Persia is very 
strong. Its sponsors demand that the oilfields shall 
be nationalised as the coal mines in England, Scotland 
and Wales have been nationalised. But Persia, being 
a desperately poor country, whose economy depends 
in large measure on the generous payments in wages 


and royalties of the Anglo-Iranian Oil Company, is 
not In a position to pay adequate compensation. There 
is the further consideration that the Persians are not 
able to operate the oilfields as efficiently as the present 
company even if they had the money to pay as com 
pensation on taking them over. This is the dilemma 
in which they are placed. It is certain that the 
Persian Government would lose heavily if the Anglo 
Iranian Oil Company’s expert research workers and 
administrators withdrew. In the circumstances, it may 
be hoped that self-interest will prevail over foolish 
nationalistic ideas and that a settlement will be reached 
satisfactory to the negotiators on both sides of the 
table. The Persians have nothing to gain and much 
to lose if they break the existing agreement with the 
Anglo-Iranian Company. 


Egypt and Shipping 


A RETROGRADE step which the Egyptian Government 
has decided to take, imitating the various policies 
of flag discrimination adopted by other governments 
in both hemispheres, is to place national shipping on 
the list of industries to be fostered by the State by 
legislative and financial means. The King has signed 
a decree, which came into effect on March 29, setting 
up a Sea Transport Council with the Minister of Com 
merce and Industry as chairman. Its duty will be 
to draw up a general policy for the development and 
reinforcement of Egyptian shipping, at the expense, 
of course, of the people of Egypt. The Council will 
draft regulations for the payment of the Government’s 
annual subsidy to Egyptian shipping companies; the 
granting of loans (and the fixing of interest rates) 
applied for by shipping companies with the object of 
augmenting their fleets; guaranteeing that a propor 
tion of not less than 30 per cent of the total of imports 
and exports of the country shall be carried in Egyptian 
ships; and taking steps to encourage private traders, 
companies and other organisations to give preference 
to transport in Egyptian vessels. The Council has 
been charged with the task of preparing laws designed 
to bring these objects about. What is the moral? 
One of the most disturbing factors in the economic 
situation of the world is the efforts which are being 
made by means of nationalisation of foreign-power 
industries and flag discrimination in regard to ship 
ping to handicap the recovery of international trade 
and thus increase the prosperity of the free 
democracies. This would be the most effective means 
of checking the spread of Communism. Contented 
people, with well-paid work to do and money to spend 
is they like, will never become the victims of the 
plotters in the Soviet. The Egyptian Government in 
this matter of shipping should think again in view 
of the machinations of Communist agents in neighbour 
ing countries, for the Egyptian people stand to profit 
by using freely the most efficient ships without regard 
to their flag. 


The Future of the Suez Canal 


Tue British Government is a large shareholder in 
the Suez Canal Company, which, of course, runs 
through Egypt. It is reported that King Farouk’s 
Government, having watched the policy of the British 
Government in nationalising this country’s basic in 
dustries, is considering plans for taking over the canal, 
no doubt intending to give compensation to the share 
holders—if it can find the money. The Ministers in 
Cairo have no doubt been impressed by the agitation 
in Persia, as well as Iraq, for the State ownership of 
the oilfields, which are also of great international 
importance. ‘‘ If these coal and oil properties are to 
he nationalised,”’ they ask, ‘‘ why should we not adopt 
the same policy in regard to the Suez Canal?’’ Nahas 
Pasha, the Prime Minister, is reported to have declared 
that the Government has decided to nationalise the 
Suez Canal in 1968 when the concession to the Suez 
Canal Company — ends. ‘Whether nationalisation 
should,” he has explained, ‘‘ be enforced before that 
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date depends on internal and external developments.’ 

He has firmly declared that Egypt will not contemplate 
joining the Western Powers in a defence system before 
her national aims have been fulfilled. Thus is the virus 
of nationalisation spreading. The Suez Canal, like the 
oilfields in Persia, is of great international importance; 
the traders of the East, as well as, the West, are con 
cerned in its administration, which is conceded to have 
been highly efficient, to the advantage, incidentally, 
of the Egyptians themselves. Would any of the 
politicians who are crying for nationalisation dare 
claim that they can improve on the way in which the 
present company has conducted its affairs? Inter 
national trade would undoubtedly suffer under any 
such change of ownership as is now suggested. But 
it may be that the directors of the company in Paris 
will have something to say on this proposal when the 
time comes. 


Enclosed Crankcase Explosion 


Owners of the wartime * Baltic ’’-type ships have 
a special interest in the findings of the Court of 
Inquiry set up by the Minister of Transport to in 
vestigate the explosion in the enclosed crankcase of 
the steamship Malin Head. Many more’ owners, 
whether of steam or diesel ships, will also examine 
the findings with care, for there is a growing tendency, 
both in Great Britain and on the Continent, to adopt 
enclosed crankeases. The Court found that in the 
Malin Head the explosion occurred because a tem 
porary stoppage of lubrication caused overheating of 
the guides and shoes of one engine unit, thus igniting 
an inflammable mixture of air and oil in the enclosed 
crankease. Such explosions are, fortunately, rare, but 
it is not without significance that the British Ship 
building Research Association should now be carrying 
out research on the subject. The Court, in fact, referred 
to this research work and expressed the hope that the 
investigation would include the size end type of 
explosion doors or their equivalent. Recommendations 
from the B.S.R.A. as to the type of pumps, filtering 
arrangements and cooling capacities would also be of 
useful guidance. Many experts are of the opinion, 
however, that the surest method of preventing such 
explosions is to provide for an excess of air in the 
chamber, so that a combustible mixture cannot be 
formed to be ignited by overheating due to a defect. 
In the Malin Head, for example, no means were pro 
vided for the extraction of oil vapour from the crank 
case, and the only outlets were through the oil return 
pipes and the slot through which the cylinder lubri 
cator drive worked. This slot was also the only means 
of admission of air, and the Court stated that this 
was a factor to be considered. In addition, there were 
no vents fitted to relieve pressure. The results of the 
research being carried out by B.S.R.A. will therefore 
be awaited with interest. 


Ships for Motor Cars 


AN EXAMPLE of the results of nationalisation, bulk 
buying and the slowing down of the turnround in the 
ports of the world, and especially in Australia, is 
supplied by the action of two leading motorcar com 
panies in this country who want to maintain the 
export drive, in which they have played a creditable 
part. The Standard and Austin companies have 
decided to charter two ships on their own account, each 
of which can carry 1,000 cars. The cost of each charter 
is said to be about £100,000 and the two companies 
hope to recover some of this money by sub-letting 
space to other car manufacturers and to firms which 
make tractors. A correspondent of the Daily Tele 
graph remarks that “‘ this drastic action has been 
necessitated by the decision of many shipowners 
trading to New Zealand and Australia to cut their 
sailings by half. This is owing to the time that ships 
are held there by strikes and by bans on overtime.” 
The decision of these two companies will probably 
result In a considerable loss, for these ships, like others 


calling at ports in Australia and New Zealand, will 
also suffer from delays which will cost large sums 
of money. And so, even if the vessels they have 
chartered secure full cargoes outward and grain home 
ward, they will probably find that the expense 
incurred will be a heavy deduction from the sums paid 
to them by their agents in the two Dominions for 
the cars which will reach them. The whole business 
is, at least, a risky one and is outside the normal sphere 
of such manufacturing concerns. 


Shipping Examinations 


‘IN THEMSELVES, eXaminations are nothing but 
doing the best you can, with the material at your 
disposal, unaided, and against time. They are there- 
fore very like life itself.””. This phrase comes from the 
Institute of Transport’s handbook, and it was quoted 
by Mr. D. R. Lamb, Mr. Robert Kelso’s successor 
as chairman of the Institute’s Examinations Committee, 
to a small gathering at Portland Place’ which 
celebrated the silver jubilee of the scheme. Many of 
the 58 candidates who passed the first examinations 
in 1926 were present, but some indication of the way 
in which the examinations have been accepted in the 
last 25 years as a recognised academic distinction is 
given by the fact that next month some 1,300 students 
will sit for the Institute of Transport examinations 
at 25 cities in the United Kingdom and 46 centres in 
other parts of the world, including New Zealand, 
Japan, India and Africa. The Institute embraces all 
forms of transport, road, rail, sea and air, but its 
examinations are specially valuable because they con 
centrate on the principal characteristics, such as law 
and economics, which are more or less common to all 
of them. Students can, of course, specialise, but the 
object of the Institute is to give them a working know 
ledge of the subject as a whole. No chartering clerk 
can afford to ignore the professional examinations of 
the Institute of Chartered Shipbrokers, nor can a ship- 
ping and forwarding agent entirely disregard the 
qualifications that will result from his passing the 
new examinations sponsored by his professional Insti 
tute; but shipping managements would be wise not to 
underestimate the value of the study of transport as 
a whole, of which shipping is only one, though a vital, 
part. The Institute of Transport is disappointed that 
shipping companies are not as keen as other transport 
organisations on its work, but over the course of the 
years it has, perhaps, tended to become preoccupied 
by rail, road and air problems, a tendency which, it 
is feared, may be accentuated by the current integra 
tion of inland transport on a nationalised basis. 


Liner Group Dividends 


THE DECISION of boards so conservatively inclined in 
their distribution policies as those which ably conduct 
the affairs of the giant Peninsular & Oriental and 
Cunard Steam-Ship groups to raise the dividend pay 
nents for 1950 is an event of importance. It is a vote of 
confidence in the outlook for the shipping industry and 
it is an acknowledgement that holders of risk capital 
are entitled to participate in the good fortune of the 
industry in times of prosperity. During periods of slump 
it is the ordinary shareholders who take the strain. In 
any event, as the Chancellor of the Exchequer has tacitly 
admitted, equity capital is just as much entitled to extra 
remuneration to assist in countering a rising cost of 
living as are wage and salary earners. It must also be 
pointed out that the latest figures of P. & O. and Cunard 
prove beyond doubt that the higher dividend rates now 
recommended remain within the strictest definition of a 
conservative distribution policy. The group profits of 
P. & O. rose from £11,300,000 to £13,300,000 after 
charges of unstated amount for contingencies and recon 
ditioning. Depreciation took £2,0600,000 more at 
{8,200,000 so that, in the final result, the net profit was 
left £101,000 lower at £3,398,000. Special credits and 
other adjustments helped to restore the balance and the 
net dividend outlays of £479,000 are small in relation to 
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a net profit of £1,368,000. The net profit of the Cunard 
group fell slightly from £3,502,000 to £3,478,000 after 
tax of £4,918,000 compared with £2,882,000. In this 
instance dividend payments absorb no more than 
£591,000 net, compared with the huge sum of nearly 
£2,500,000 retained in the business. Stockholders of the 
two companies— there has at times been criticisms of the 
austerity of their dividend policies—will weleome their 
increase of pay. They will be all the more inclined to 
support their directors in their firm intention to build 
up and maintain financial [positions of impregnable 
strength. 


Prospects for the Closed-Cycle Gas Turbine 


Mr. T. A. Crowe, engineering director of John Brown 
& Co., Ltd., was the principal guest at the dinner of the 
Diesel Engine Users’ Association last week. Not un 
naturally, in view of the development work which his 
firm is undertaking on the closed-cycle gas turbine at 
present, he devoted the major part of his speech to the 
prospects of this new competitor of the diesel engine. 
He felt that for powers up to 1,000 kilowatts (about 7 750 
horsepower) the diesel engine would remain unchal 
lenged for a long time to come; above this there was a 
field in which the gas turbine might play an important 
part. Mr. Crowe pointed to the advantages of the closed 
cycle in gas turbines. Because it is closed, the air cycle 
can be pressurised thoughout, resulting in a greater 
weight of air passing through the turbine. The pressure 
ratio and temperature remain constant at all loads, 
giving high part-load efficiencies. Before it could be 
come a real competitor of the diesel engine, however, 
the gas turbine must operate with an inlet temperature 
150 deg. C. higher than it does at present. For work 
in power stations, experiments are proceeding satisfac 
torily on the use of pulverised coal and pulverised peat. 
For the production of power in Scotland, peat is an 
attractive fuel on account of its ready availability, but 
Mr. Crowe drew attention to its high moisture content 
(90 per cent), which increases the difficulties inherent 
in its use. For marine use, of course, it is essential 
that gas turbines should operate on residual oil, and in 
this line of development the vanadium salts in the fuel 
are as troublesome in the closed-cycle as they are in the 
open-cycle turbine. The clogging caused by the vana 
dium occurs in a different place, of course, in the closed 
cycle turbine. It is the air heater, or as Mr. Crowe 
rather neatly termed it, the ‘ air boiler’, that is the 
sufferer in this case. But at John Brown’s works a gas 
turbine has already operated for 1,000 hours on boiler 
oil, so experience is being accumulated which may lead 
to a solution. 


Dock and Canal Research 


Tue work of a little-known department of the 
Docks & Inland Waterways Executive is noted in the 
current issue of Lock and Quay. This is the Executive's 
research department, which has been in existence just 
over a year. The research station is at Southall, 
Middlesex, where a new laboratory is being built to 
study problems of hydraulics. By using hydraulic 
scale models of new craft, new works or proposed 
improvements, it will be possible to carry out exper! 
ments to find the best design. Countless problems 
have already been the subject of investigation by the 
research department, such as new methods of pro 
tecting underwater steelwork against corrosion, 
methods of saving weight in canal boats to increase 
carrying capacity, the use of nylon ropes, and the 
possible pr se of the ‘compartment boat ”’ 
system on inland waterways. The first job of the 
research department, however, “‘ has been to interpret 
new ideas in science and new developments in tech 
nology for the benefit of engineers and others in the 
Executive.’’ Since these officers have not, apparently, 
got the time to study accounts of new proposals, the 
research department issues frequent abstracts of 
articles from technical periodicals and circulates them 
to the officers of the Executive to keep them posted 


on recent developments. This is a handsome tribute 
to the value of the technical Press in this modern fast- 
moving world, and the circulation of technical papers 
among the managements and _ staffs of shipping and 
shipbuilding companies is an increasing feature of 
normal business, which a nationalised board does well 
to follow. Most of these boards are now firmly estab- 
lished, apparently for all time, and therefore the 
highest possible level of officering is essential. 


The Captains’ Room at Lloyd’s 


In a recent issue of Lloyd’s List, Mr. D. King-Page 
revealed that the official historians of Lloyd’s, Charles 
Wright and C. Ernest Fayle, slipped up in an interest 
ing detail when recording the events which followed 
the burning down of the Royal Exchange in 1838. 
Deprived of a home overnight, underwriters had to 
take emergency measures to enable them to carry 
on. With characteristic enterprise, the Committee 
of Lloyd’s found immediate accommodation in the 
London Tavern and, within a few more days, 
more permanent but still temporary accommodation 
in South Sea House in Threadneedle Street. There 
was, however, no space in South Sea House for the 
Captains’ Room, which even in those days was in the 
nature of a coffeehouse, and was frequented by ships’ 
captains, merchants and shipowners as well as under 
writers. Wright and Fayle oy in A History of 
Lloyd’s, that after the fire the Captains’ Room was 
established at the London Tavern, but it would appear 
they were wrong. Before demonstrating their error, 
however, Mr. King-Page points out that while in 1928, 
when A History of Lloyd’s was published, the London 
Tavern was a well-known City restaurant at the corner 
of Mark Lane and Fenchurch Street, in 1838 the 
hostelry of that name was in Bishopsgate Street. 


A Problem Solved 


Tus elucidates the problem which some had found 
in the distance from the underwriting centre’ in 
Threadneedle Street, for the arrangement of 1838 did 
not require Lloyd’s men of those days to walk perhaps 
half a mile between their places of business and 
refreshment. Even so, it was not in the London Tavern 
that the Captains’ Room of 1838 was set up, but in 
the City of London Tavern, also in Bishopsgate, but 
on the opposite side of the road to the London Tavern, 
a place with the rooms ** decorated in the most elegant 
style.’” There the Captains’ Room remained for rather 
more than a year, removing to 80 Bishopsgate when 
the City of London Tavern was acquired by the 
Wesleyan Missionary Society. The next move was, 
of course, into the rebuilt Royal Exchange in 1844 
and it may be that the disruption, and particularly 
the separation of the Captains’ Room from the Under 
writing Room during the period in exile, was the reason 
why the former lost its character of a common meeting 
place and became the Members’ restaurant, although 
sales of ships by auction were held there right up 
to the end of the 19th century. Mr. King-Page’s dis 
covery, which is fully documented, adds a minor but 
interesting detail to the history of Lloyd’s. 





SHIPS UNDER CONSTRUCTION 


For some years The Shipping World has issued, quarterly, a booklet 
entitled ‘‘Merchant Ships under Construction or on Order,’ 
giving details of the ships under construction or on order in ship- 
yards in Great Britain and Northern Ireland, names, type, pro- 
pelling machinery, owners, etc. It has been in great demand. 
The scope of this booklet has now been extended to include all 
the principal shipyards overseas. 

The first issue of this enlarged booklet, entitled ° ‘Merchant 
Ships under Construction or on Order in Shipyards of the World,’ 
is being distributed with next week's Shipping World. It gives 
clearly and concisely the position of the order book and of the 
work in hand in this and other maritime countries. Extra copies 
may be obtained (price Is. 6d. each) from the publishers. 
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ON THE “BALTIC” 


A LARGE AMOUNT OF FORWARD BUSINESS ARRANGED 


By BALTRADER 


For a long while, the freight markets have been full 
of life. Owners have actively responded to inquiries 
both for early loading and for positions even many 
months ahead, in order to ensure a cover at high rates 
for the employment of their ships. Those owners who 
have held their tonnage in hand until it was prompt 
have generally scored by doing so; but the extra rate 
may not have been worth securing at the expense 
of some peace of mind. The result of the excessive 
heights which have lately been attained can hardly 
be described as the promotion of healthy trade. 
However that may be, there is no doubt that a large 
amount of forward business has been arranged and, 
for that reason, quite a few brokers are less busy than 
usual. 

The numerous fixtures for employment well ahead 
have been for the most part arranged at rather less 
than top rates. This is particularly noticeable in the 
case of voyages with coal from the United States to 
Europe, which have been arranged to occupy a large 
number of ships for a long time, in some cases up 
to the end of the year. The rates for these consecutive 
voyages must show a good return but are about $38 
less than the highest rates paid for single voyages with 
early loading. Acceptance of a discount in order to 
cover ahead has had a steadying effect on several 
markets, a fact which some may consider an advantage 
for all concerned; but with so much tonnage already 
disposed of, there remains the difficulty of filling the 
outstanding orders which continue to emerge. 


First Hudson Bay Fixture 


The Ministry of Food has been quite busy chartering 
tonnage for grain from the St. Lawrence to the United 
Kingdom at 22s. 6d. per quarter, and it was noticed 
with interest last week that the first fixture of the 
season had been arranged for grain from the Hudson 
Bay. At 25s. per quarter from Churchill to the United 
Kingdom some considered that the premium over the 
St. Lawrence rate was rather small; in fact, the 
majority of those interested were believed to be holding 
out for 27s. 6d. per quarter. But for the owners who 
do not mind the moderate hazard of the voyage, the 
extra insurance is a small matter in comparison with 
the advantage of a very quick round; time is money 
now if ever it was. The shortage of tonnage in South 
Africa continues to make itself felt; the payment of 
167s. 6d. for carrying coal from Durban to Denmark 
is an instance of the earnings which accrue to shipping 
because Europe does not extract her own vast supplies 
of coal in sufficient quantity. The current rate for coal 
from the United Kingdom to Denmark is 21s. 4d. 

Time charter is not an active market, although there 
have been a few recent inquiries for a trip out to 
Australia, South Africa and the East. The accumula- 
tion of motorcars awaiting shipment to Australia will 
“ad partly dealt with by the recent chartering of ships 
by the manufacturers, each at about £90,000 lump sum. 
The West African lines still take a fair number of 
vessels on time charter for one or two round voyages 
but have warned shippers to expect a reduced service 
owing to the shortage of ships. The liner companies 
cannot face the cost of competing with other charterers 
for tramp ships to supplement their regular sailings. 
One cannot see the end of the general inadequacy of 
shieolnn in view of the many factors which have 
brought it about and still operate. The war in the 
Far East, the famine in India, Europe’s coal shortage, 
rearmament and stockpiling, are all breeding congestion 
in the ports and the delays are aggravated in some 
countries by labour shortage and ‘‘go slow’’ tendencies. 
Further absorption of tonnage is caused by the bandy 
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ing back and forth across the world of cargoes which 
for political or financial reasons are not obtained from 
sources near at hand. Instances are the movement of 
soya beans from Eastern North America to Japan, 
although vast quantities are available in Manchuria; 
coal travels from Calcutta to Europe and from Europe 
to Pakistan. The threat of inflation in countries like 
Australia is intensified by the shortage of shipping; 
producers of food and raw materials are receiving 
abnormal prices for their exports; but their spending 
power cannot be satisfied by the restricted flow of 
manufactured imports. 


The Freight Markets 


The trans-Atlantic coal market has been quieter but 
consecutive voyages have been a feature of the inquiry. 
Hampton Roads to Genoa, Savona, Spezia or Leghorn 
has been fixed at $14, May 10/25. Two consecutive 
voyages from Baltimore to Buenos Aires were arranged 
last week at $17.50, commencing in May. Hampton 
Roads to Hamburg was fixed at $13.75, May. Cuba 
to United Kingdom, sugar, was chartered at 155s., 
June, and 140s. August. St. Lawrence grain business 
has been slow; Nicolas was fixed from St. Lawrence to 
Antwerp-Hamburg range at 100s. with 9,900 tons 
maximum or 105s. with 9,500 maximum, heavy grain, 
May/June. The Hartismere, 9,400 tons, will take heavy 
grain from U.S. Gulf to Bombay at 175s., May loading. 
The rate for heavy grain from the Black Sea to the 
United Kingdom has advanced another half-crown. 
Two small and one medium sized vessels have obtained 
87s. 6d. for that business, to load in late April and 
May. Phosphate has been fixed from Bona to Dublin 
at 70s., April/May. Outward coal rates have been 
steady or firm: Rotterdam to Sicily has paid 47s. 6d., 
early May, Dunkirk or Bordeaux to Buenos Aires, 130s., 
June/July, and Gdynia or Gdansk to Buenos Aires 
170s., May/June. Vessels have been taken for bulk 
wheat ex silo from full range Australia to the United 
Kingdom at 162s. 6d., July/August and September / 
October respectively. The ‘ Baltic ’’ Chartering Com- 
mittee has begun to look for tonnage to load cereals 
in China to relieve the famine in India. Time charter 
inquiry has taken a turn for the better: Trevince 
(m.v.), 10,180 d.w., 509,000 feet bale, 11 knots on 10 
tons, is fixed at 52s. 6d. per month for a trip out to 
Australia, delivery London June/July; Bangor Bay, 
8,592 d.w., 457,000 bale, 10 knots on 23 tons oil, will 
make a similar trip at 50s., delivery Hull late April. 
East Hill, 10,384 d.w., 475,000 bale, 10$ knots on 24 
tons oil, will be paid 45s. for a trip to East Africa, 
delivery London May. BISC (Ore) have taken Rem- 
brandt, 9,750 d.w., 10} knots on 22 tons oil, at 87s. 6d. 
for 12 months ore trade, delivery U.K. July. 


Air Charter Business 


Air charter has been active and recent inquiry has 
been particularly good for conveyance of ships’ crews 
from India and the Far East to Europe. Freight move- 
ment has been on a satisfactory scale, including large 
cargoes of penicillin to Italy and of freight in both 
directions to and from Gothenburg. Reindeer meat and 
fresh salmon have arrived by charter planes from 
Sweden. A recent round voyage fixture was for trans- 
port of general cargo from Amsterdam to Hong Kong 
and seamen from Delhi to London. 


The Chamber of Shipving index number of tramp shipping 
freights for March, 1951, is 180.6 (1948 — 100). This com 
pares with 164.7 for February, 1951, and with 75.8 for March, 
1950. 
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Orient S.N. Co., Ltd. 
C. Geddes's Review 


THE annual general meeting of the Orient Steam 
Navigation Co., Ltd., was held on April 17 in London. 
Mr. I. C. Geddes said that the working profit was 
£1,321,231, as compared with £886,745 for the previous 
year, the accounts under review having benefited from 
a full year’s trading of Orcades and the absence of 
any substantial debits for Ueferred repairs and recon 
ditioning ships after war service. After providing for 
taxation, depreciation, and the same dividends as last 
year, £50,000 had been applied to general reserve, 
£100,000 to writing down shares in subsidiary com 
panies, and £66,914 to increase the carry forward. 


Steep Rise in_Expenses 


Mr. Geddes spoke of the steep rise in all expenses: 
running expenses were about 2} times what they were 
prewar; building costs shdwed the same trend. The 
price of a new sister to the Orcades and Oronsay, 
which the company had very recently ordered from 
Vickers-Armstrongs, Ltd., showed a_ rise of about 
£1,000,000 on the figure which was now being paid 
for the Oronsay, just about to be delivered. These 
rapid and unpredictable intréases were most disturb 
ing. Freight rates had been raised and it remained 
to be seen whether passage rates could be indefinitely 
held at their present level which, for comparable cabins, 
represented an increase of only 50 per cent over pre 
war single fares. 

With a wool clip this year yielding over £A600,000,000 
\ustralia was very prosperous. With prosperity, prices 
rose and wages followed. Her need was to secure some 
measure of stability. She was suffering from a shortage 
of population and the policy of full employment had 
run riot, with the urge to work fast disappearing. 

The chairman said ships were lying idle in Australian 
ports owing to a lack of berths and labour. The 
situation was serious and, unless dealt with, the flow 
of imports Australia was capable of landing would fail 
to provide for her needs. 

Mr. Geddes said that the ships would resume their pre 
war calls at Naples. 

The speech concluded with a warm message of appre 
ciation to the staff ashore and afloat. 

The report was adopted 





New Houlder Group Subsidiary 


The Houlder group has formed a new insurance subsidiary 

The Maltese Cross Insurance Co., Ltd. The new company, 
which will have an initial capital of £100,000 in ordinary 
£1 shares, intends to confine itself to marine and transit 
business, ete.; but it can, and no doubt will in due course, 
undertake non-marine and other classes of insurance. The 
chairman is Mr. Walter Curry Warwick, and his colleagues 
on the board will be Messrs. Cyril W. Warwick, C. Lewis 
Warwick, John M. Houlder, Herbert J. Holder and Frank 
W. Whittle. The bulk of the cap.tal has been subscribed 
by Houlder Bros. & Co., Ltd., and associated companies 
The registered office is at 38 Leadenhall Street, London. 
E.C.3, and branch offices will be opened at Liverpool. 
Glasgow, Newport, Bristol, Swansea, Manchester, Hull, 
Birmingham, Sheffield, Bradford, Hanley and Dundee 





New Tanker Company 


With a capital of £2,000,000, the Lowland Tanker Co., Ltd., 
has been registered, with the objects of acquiring tankers 
ind other shivs and to employ them in the conveyance of 
fuel and other oils, svirits, ete. The Anglo-Iranian Oil Co., 
Ltd.. Matheson & Co., Ltd., and Common Brothers, Ltd., 
which have been associated in the formation of the company, 
ire each to apvoint one, and may each appoint two directors. 
The registered office is at 3 Lombard Street, London, E.C.3, 
and Mr, W. Keswick, of Matheson & Co., will be the 
chairman, Orders for ten tankers, each of 16,000 tons d.w., 
on behalf of the company, were recorded in Tar SHTPPING 
Worip of February 28 


Chamber of Shipping 
Withdrawal of Initial Depreciation Allowance 


Ay rHe meeting of the Council of the Chamber of Shipping on 
Thursday, the vice-president, V.sccunt Runciman expressed 
the deev feeling throughout the shipping industry about the 
accident to H.M. submarine Affray. Speaking after the 
meeting on the subject of the recent Budget, Lord Runciman 
sad that the suspension of the initial devreciation allowance 
was of serious and direct concern to the shipping industry. 
Members of Parliament had been left in no doubt as to the 
effect of the proposal on the industry’s shipbuilding pro 
gramme and the need for the fullest consultation in the 
ndustry. The Chancellor of the Exchequer had said that 
he appreciated there was a special case for consideration in 
relation to new ships, the building of which had already 
begun, and where expenditure would not be completed by 
Apr.l, 1952. The susvension of the initial allowance would 
disturb, and indeed prevent, the completion of the building 
programme of the British mercantile marine as urged by the 
Government itself. The industry, through the General 
Counc.| of British Shipping, is to ask the Chancellor to 
receive a deputation. 


German Shipping 


Lord Runciman said that after the war, restrictions placed 
on the size and speed of vessels did act as a brake on the 
revival of German shipping. The effects of this, however, 
were not evenly spread. The restrictions, while largely pre 
venting a return to the deep-sea trades, did on the other 
hand lead to a concentration of effort by German shipowner; 
in the short sea and coasting trades with the result that 
British owners in these trades became increasingly subject 
to strong German competition. Evidence at the time sug 
gested that the decision to re-enter these trades was taken 
with no regard for the needs of the trades and the extent 
of the German re-entry in certain of the ‘m sugge sted that a 
subsidy in some form was being paid to German shipowners. 

The recent lifting of all restrictions on German shipping 
and shipbuilding activities would, it is felt, soon lead to the 
reappearance of German shins in most of the trades in which 
they were formerly engaged, Within a few days of the 
lifting of the restrictions it was reported that the two largest 
German lines had ordered 14 cargo ships ranging from 5,500 
tons to 6,700 tons, all with speeds of 16 knots. As against 
this, however, the capacity of German yards was still far 
below that of prewar. The present economic difficulties of 
the West German Government would undoubtedly lead to 
some control of capital investment, but it was felt that 
shipping would be the last of German industries to be effected 
by such control. One further aspect of this question was 
that although German yards could now build shivs of any 
size and speed for export, British owners were still prevented 
by currency restrictions from placing orders with German 
yards, should they desire to do so 


Revival of Japanese Shipping 


As far as Japan was concerned, the Chamber had been in 
formed by the National Federation of American Shipping of 
the action taken by several organisations in America on the 
subject of the revival of Japanese shipping. This action took 
the form of a strong protest at both the speed and extent 
of the revival in Javanese shipping and was addressed to 
President Truman. It was now known that an American 
draft for a Japanese veace treaty had been circulated to the 
14 countries concerned with the Peace Treatv. It was not 
yet known how the terms of this draft affected Japanese 
shipping. but Press revorts and information from America 
suggested that no restrictions would be vlaced in the way of 
a rapid Javanese revival in shipving. The question is to be 
discussed further with the Ministry of Transport. 

Mr. Robert Rovner (Sir R. Rovner & Co. (Management), 
Ltd.) has been elected chairman of the Deep-Sea Tramp 
Section, and Mr. J. C. Denholm (J. & J. Denholm, Ltd.) vice 


chairman 





Chartered Shipbrokers’ Dinner 


The London & District Association of Chartered Ship 
brokers held a dinner at the Cafe Royal on April 19. Over 
200 members were present, and the guests of the Association 
included Lord Runciman, vice-vres dent of the Chamber of 
Shivping, Sir Gilmour’ Jenkins, vermanent secretary. 
Min s'ry of Transport, Mr. J. W. Coats, . oo of 
the General Steam Navigation Co., Ltd., Mr. H. E. Gorick, 
general manager of the Chamber of Shion, and represen 
tatives from the other District Associations of the Institute. 
Mr. H. E. Ruffle, chairman of the Association and chairman 
of the Council, presided 
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SHIP SALE AND PURCHASE MARKET 


LARGE-SCALE JAPANESE PURCHASES 


Tue shiv sale and purchase market repert prepared by 
Harley, Mullion & Co., Ltd., for the first ‘quarter of 1950 
states that in January Japan entered the market for the 
first time since 1989 as buyers of secondhand vessels. This 
has had far-reaching effects on tonnage values. The previous 
quarter's report cited examples of the extent to which values 
had increased under the influence of international events 
(symptomised by the war in Korea) and encouraged by the 
substantially improved and continually improving freight 
rates. The sime influences have continued to operate and 
ogether wih the eager demand from Japan for tonnage have 
resulted in values of certain types of vessel being substan 
tially increased, 

It appears that the Japanese authorities, with the 
approval of the Allied Powers, allocated a sum of U.S. 
$10,000,000 for the purchase of secondhand tonnage. As this 
sum is inadequate for the number of vessels required by 
Japanese owners, there naturally developed a tendency for 
Japane se buyers to purchase without scrutinising prices too 
closely and frequently in active competition with each other. 
Purchases arranged during the early part of the quarter by 
Japanese buyers were at relatively high levels, but it must 
be borne in mind that with freights at their present 
remunerative level there is little incentive for owners to sell 
it all, and in any case buyers naturally had to pay a premium 
for insist_ng, as they did, that delivery of the vessels should 
be given in Japan. As competition developed among 
Japanese owners, prices rose, and these have now reached a 
level at which considerable sales resistance can be discerned, 
but even at pr.ces recently paid there is little incentive for 
owners to sell if present freights are likely to continue. 

To date Javanese buyers have contracted to purchase about 
45 vessels, mostly in excess of 8,000 tons deadweight and 
averaging about 25 years of age. Of these vessels, however, 
only about 25 have so far been granted Japanese import 
and currency licences, and it would seem that the original 
illocation of $10.000,000 has been exhausted. In this respect 
it is rumoured that a further currency allocation might be 
made during April, but this appears to be by no means cer 
tain and it is possible that many sales already arranged will 
not be consummated. It should also be noted that the 
Japanese authorities appear to be becoming more discerning 
in regard to the vessels for which they allow import licences 
and more regard is now being paid to age (preference being 
given for vessels under about 25 years) and the price agreed. 
It is as vet too early to give ‘definite information regarding 
vessels sold, as all tonnage has been sold with forward 
delivery in Japan and it would seem that so far few vessels 
have actually been delivered. The following representative 
sales, however, which are arranged ap: sroximately in chrono 
log.cal order, will serve as a good guide to prices paid and 
to the extent to which prices have risen: 


Machinery Price 


1946 Triple oilburner $300,000 
1947 Triple coalburner $360,000 
1947 Triple coalburner £160,000 
1948 Triple coalburner £160,000 
1951 Triple oilburner £235,000 
1947 Triple coalburner 

1947 Triple coalburner 

1948 Triple oilburner 

1932 1948 Quadruple coalburner 


Tons d.w It Survey 


The prices quoted above are for vessels delivered in Japan 
and prices ruling elsewhere are substantially lower. For 
example, a vessel sold to Japan at £185,000 and for which 
import licence was refused has since been sold to Seandi 
navian buyers at £140,000, 

In view of the intense activity from Japan and the conse 
quent reluctance of owners to accept the lower prices ruling 
elsewhere there has been only limited business arranged out 
side the Japanese market, but the following representative 
sales can be reported : 


Name Tons d.w Built Survey Price Buyers 
Selworthy Beacon (m.v.) 5,550 1930 £115,000 Icalian 
Damaraland 8,030 1924 £117,500 Turkey 
Temple Yard 9,450 1937 £235,000 Panama 
onian Sea 9,775 1927 y Panama 
Petconnie (oil) 10,178 1921 J Italian 
Ramsay (oil) 10,490 1941 Panama 
Vergray (oil) 12,150 1928 £350,000 Israeli 


At the present time inquiry emanates principally from 
Greek buyers for Panamanian flag; elsewhere the markets 
tend to be inactive, with only limited inquiry from Italy, 
principally for large oil-burning tonnage of fairly recent 


construction. Recently some inquiry has develoved from 
Scandinavia. The German market remains inactive, with no 
nd-cation that a further purchase programme is intended at 
present price levels, 

In attempting to assess the possible future trend of ton 
hage values it is necessary to consider the factors that have 
nes Reet: the present high prices. The real rise in prices 
began with the outbreak of the war in Korea, wh.ch produced 
keen demand for tonnage to sustain military operations. 
Fre:ghts consequently rose and at the same time the major 
nations embarked on a policy of stockpiling which further 
increased demand for tonnage. Moreover, during the pas 
months there have been abnormal trading conditions pro 
duced by the need of the United Kingdom to import coal, 
the need to sustain famine-stricken areas, and these and other 
factors have further increased demands for tonnage with 
consequential increase in freights. More recently tonnage 
values have been further increased by the purchase pro 
gramme undertaken by Japan. The war in Korea and pur 
chase inquiry from Japan might cease to be dominant fac 
tors and the abnormal trading cond:tions might adjus 
themselves, but there is Little to suggest that international 
relations have improved, and stockpiling must continue if 
only to sustain the rearmament programmes that have been 
undertaken, In the circumstances it might be supposed that 
there is unlikely to be any great reduct.on in the demand 
for tonnage, and although it is diffic ult to see how there 
can be any substantial reduction in values at present it 
seems possible that values might in due course fall to some 
extent below their present levels, 


British Tonnage 


Now that the Ministry of Transport readily approves 
transfer in respect of most British vessels over 15 years of 
age, and transfer can be obtained in respect of more modern 
tonnage where owners are prepared to use the proceeds 
against newbuilding replacement, there is less dispar.ty be 
tween prices ruling on the British market and those abroad. 
The sales of several British vessels abroad are referred to 
above and the following sales of British vessels to British 
Luyers can be reported :- 


Name i Built Survey Price 


Kingsborough (oil) 1943 £235,000 
Burhill (oil) x 1944 £205,000 
Lambrook (m.v.) t 1942 £320,000 
Empire Martaban ‘ 1944 £205,000 


It is also interesting (to record the sales of the cargo 
liners Silverplane and Silverbriar (each about 10,750 tons d.w., 
—_ U.K. 1948, turbine machinery, 16 knots, oil-burners, 

2 passengers) to the Cunard Ste amshi p Co., Ltd., for about 
rh 500,000 for the two ships. 


Tanker Tonnage 


There has been continued inquiry for the purchase of large 
tankers, with preference for tonnage of recent construction 
and free of charter. Prices paid have been in keeping with 
the present level of tanker freights as the following repre 
sentative sales will show: 


Name Tons d.w. Built Survey Price Buyers 


16,660 1943 - £825,000 

including timecharter 
until April, 1953 
500,000 


Buccinum (s.t.) Panamanian 


(T2 type) 

Kaldfonn (m.t.) 14.770 1936 Norwegian 
including 2 years 
timecharter at 19s 

Havprins (m.t.) 12,585 1935 £625,000 

delivery January, 1952 

£575,000 


Panamanian 

Fagerfjell (m.t.) 12,585 1935 Panamanian 

with survey passed 

Mosli (m.t.) 12,800 1935 0,000 Iealian 

Hovfru (m.t.) 12,400 1931 £500,000 Panamanian 
delivery end 195! 

Turicum (m.t.) 11,715 1928 - £165,000 Italian 
including charter 
until end | 

Meline (s.t.) 10,924 i918 £90,000 Greek—for 

Liberian 

flag 

9,764 1944 $910,000 Panamanian 
delivery July-August 
including timecharter 
until March, 1953 

Varand (s.t.) 9,205 1927 1948 £205, 


Benoil (s.t.) 


Panamanian 


Active inquiry continues for the limited tanker tonnage 
available, 
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COAL AND OIL 


THE RATE OF COAL IMPORTS 


SINCE the early weeks of this year there has been a 
steady stream of ships bringing American coal to the 
United Kingdom, and the weekly figures of coal imports 
show no signs to date of a slackening in the flow. 
Naturally there have been fliictuations in the rate of 
imports, but on the whole a ‘fairly steadv average of 
some 60,000 tons a week has been maintained. The 
latest week for which figures are available at the time 
of writing is that ending on April 7, and at that date 
imports totalled 808,600 tons. At the time of the 
innouncement in the House of Commons that imports 
were to be made, the Minister of Fuel stated that the 
total quantity to be imported was only a part of one 
day’s output about 4,000,000 tons), and it was generally 
thought that from 14 to 2 million tons would enter the 
country. If this is so, only about half the total has s« 
far arrived. Normally the summer months might be 
expected to show a slackening in the demand for ship 
ping, which would probably cause the rate of importa 
tion to be increased. In fact, there have been no signs 
is yet of a fall in freight rates, and coal imports will 
probably continue to arrive througliout the summer. 


Improved Home Production 


COAL PRODUCTION in recent months has shown a much 
more satisfactory trend. Unless there should be a 
strike, or some other serious setback to output, the 
target of an additional three million tons of coal by 
the end of April should be reached. In addition, colliery 
manpower continues to grow, and it seems that as far 
as the mines are concerned the worst is passed. The 
number of men entering mining lately has caused some 
surprise, and the opinion has been expressed that it 
is due, at least in part, to a desire to avoid conscription. 
It has also been suggested that the better spirit in 
the mines since the removal of the “ring fence ”’ 
illowed dissatified elements to leave has encouraged 
young men. The truth is probably that both these 
factors have had their effect. It is too early to say 
that the improved output will have the effect of 
increasing exports. Industrial demand will no doubt 
increase as rearmament proceeds, and the domestic 
demand is always growing. But the upward trend of 
coal output encourages the hope that the sudden 
shortages caused by planning failures will be avoided 
in future. With an expanding production, there is a 
somewhat smaller chance of the official estimates going 
istray. 


Oil Refinery at Durban Planned 


DETAILED PLANS have been announced for the erection 
of South Africa’s first crude oil refinery at Wentworth, 
Durban, by the Standard-Vacuum Refining Company of 
South Africa (Pty.), Ltd., at a cost of approximately 
£ 4,500,000. At the same time Mr. J. St. G. B. Nolan, 
chairman of the board of directors of the Vacuum Oil 
Company of South Africa, Ltd., announced that the 
former company, which is being registered at Pretoria, 
will also operate the refinery when it is completed. It 
will supply products to its affiliate, the Vacuum Oil 
Company of South Africa, Ltd., which has been serving 
South African consumers for more than 50 years. 
According to the South African Shipping News, the 
capital for the construction of the new plant, which 
is already in the design stage, is being made available 
by the Standard-Vacuum Oil Company, American 
iffiliate of the two South African companies, which 
operates through most of the Eastern Hemisphere. The 
refinery will be located on a site of approximately 200 
icres at Wentworth. It is expected that process designs 
and construction plans will be completed by the end 
of this vear, that ground-breaking operations will start 
early in 1952, and that the refinery will start operations 
late in 1958 or early in 1954. The annual quantity of 


crude oil processed will be in excess of 125,000,000 
imperial gallons (about 5 million tons), and a range 
of products from petrol to fuel oil will be produced, 
replacing similar products which have now to be 
imported into the Union. Petrol will constitute the 
major yield. A pipeline system 4} miles long will con 
nect the refinery at Wentworth with the existing ocean 
terminal at Island View, where tankers will discharge 
crude. 


U.K. Bunker Coal Prices Increased 


Bunker coal prices for foreign-going vessels have 
increased in price in all areas of the United Kingdom. 
increases vary in amount according to the areas, The 
price for Durham bunker coal (quantit.es over 200 
for foreign-going vessels has been raised in London by 
approximately 17s, 6d. per ton to 121s. In the Bristol 
Channel the price of coal has been increased by 20s. to 
22s. 6d, per ton; at Glasgow by 12s. 6d. per ton, and in the 
Humber by about 10-15 per cent 





OFFICIAL NOTICES 
New Companies 


N. V. Nepertanpscue Lioyp (Netherlands Lloyd Ltd.) 
Particulars filed Apr.l 13, pursuant to Section 407 of the 
Companies Act, 1948. Capital: 4,000,000 gu Iders in 800 shares 
of 5,000 guilders each. Established in the Netherlands in 
1853 (o carry on insurance and re-insurance, etc. Registered 
office: Amsterdam, British address: Portsoken House, 
Minories, London, E.C.3, where Harold R. Smith (director 
of L. Hammond & Co., Ltd.) is authorised to accept service 
of process and notices. Directors: Dan el C. Van Hibergen, 
Santhagens, Amsterdam; Cornelius A. Kingma, Hilversum; 
Aernout P. Muller, Hilversum; Andries A. van Sand:ck, 
Amsterdam; and Marie P. Voute, Baarn. 


Increases of Capital 


Joun I. Jacons & Co., Lrp., 9 St. Helens Place, London, 
E.C.3. Increased by £560,000, in £1 ordinary shares, beyond 
the registered cap.tal of £750,000. 

NEWCASTLE & SCANDINAVIAN SHrpprnGc Co., Lrp., Exchange 
Buildings, Newcastle-on-Tyne. Increased by £24,000, in £1 
shares, beyond the registered capital of £1,000. 

J. R. Satem, Lrp., 16/18, Chepstow Street, Manchester, | 
general merchants, shipping merchants, raw cotton brokers 
ete.—Increased by £4,000, in £1 ordinary shares, beyond the 
registered capital of £1,000, 


A. Carrou & Co., Lrp., 29, Minshull Street, Manchester, 
1, merchants, merchant converters, shippers, ete.—Increased 
by £3,000, in £1 ordinary shares, beyond the registered 
capital of £7,000. 





Port Development in Thailand 


The 2,700-tons seagoing American dredge Manhattan is 
at present on its way to Bangkok to help in the port 
development scheme recently approved by the Thailand 
Government. The Manhattan left Fort Meflin, Philadelphia, 
on Avril 1 to begin a journey that may take three or four 
months. The 288-ft. Manhattan, a hopper-type dredge, has 
a capacity of 2,600 cubie yards. She has served with the 
U.S. Army Corps of Engineers for 47 years and is being 
sent to Thailand under the E.C.A. technical assistance 
scheme. 

Although Bangkok handles 90 per cent of Thailand's 
imports and 85 per cent of her exports, the harbour cannot 
be reached by seagoing ships. Cargo is carried by lighters 
and barges from the docks to seagoing vessels anchored 
at the mouth of the Chaovhya river, 21 miles away. Only 
vessels of up to 6,000 tons can at present travel up river. 
Under its develooment scheme, the Thailand Government 
proposes to deepen the entrances to the harbour and to 
dredge its inner reaches to a devth of 28 ft. Modern 
harbour facil-ties are also to be installed to make good the 
severe damage suffered during and since the war. It is 
estimated that the work will take two or more vears 
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INTRODUCING ... 


THE NEW 


GRAHAM MK. II. SERIES CONVECTION 
HEATERS 


LOW FIRST COST 
COUPLED WITH 
EXTREME RELIABILITY & EFFICIENCY 











BROCHURE GIVING FULL TECHNICAL 
DATA, DIMENSIONS, ETC. SENT UPON 
REQUEST 


The Mark 2 Series Convection Heaters have been produced 

to meet the demands of the numerous occasions when a 

heater embodying the safety features and overall electrical 

efficiency of the Standard ‘“‘Graham’”’ Convector is desired, 

but where the question of first cost is of such importance that 
it precludes the use of the Standard Heater. 


ALFRED GRAHAM & CO. LIMITED, HALIFAX, YORKS. 














F. T. EVERARD & SONS Lt? 


6-8, FENCHURCH BUILDINGS, : : LONDON, E.C.3. 


LONDON OFFICE 
PHONE: ROYAL 8181 (6 lines) 


TELEGRAMS 
EVERASHIP FEN, LONDON. 











MOTOR AND 
STEAM 
SHIPOWNERS 


TUG & LIGHTER 
OWNERS 

















A large fleet of 


GREENHITHE OFFICE 
"PHONE: GREENHITHE 123 
(2 lines) 


TELEGRAMS 
EVERASHIP, GREENHITHE. 














TANK STEAMERS 


AND 


TANK BARGES 


COASTING AND 
RIVER SAILING 
BARGES 











Motor Vessel “ SUPREMITY, 


Shallow Draft Motor Ships and Tank Ships suitable for working to 


small ports and up river destinations in coasting and short sea trade. 


Transport costs saved by berthing direct alongside Factories and Works for discharge. 
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SOUTHAMPTON AS A GENERAL PORT 


A TRAMP SHIPOWNER’S VIEW OF THE OPPORTUNITIES OFFERED 


To The Editor of 


Sir,—I have read with interest the comments of 
* Baltrader ’’ in THe SuHippinc Wortp of April 11 as 
to the persisting congestion in the London Docks, and 
by contrast the apparent scope for the development 
of general trade in the port of Southampton. The 
position could be epitomised by saying that whereas 
in London a ship waits four days for a berth, in 
Southampton a berth waits “4” days for a ship. This 
is, of course, a generalisation, but the marked difference 
in the modus operandi of the two ports could be con- 
firmed by observation over a period of the berth 
situation in any of the London Docks compared with 
the berth situation at Southampton in general and 
the New Docks Quay in particular. 

My firm, having recently opened an_ office in 
Southampton, where it has transferred its ship manage 
ment and other departments, has naturally interested 
itself in the subject of broadening the general trade 
of the port. Let me say at once that in any approach 
we have made to the Southampton Port Authorities, 
we have received every courtesy and consideration, 
but IT am bound to add that tramp shipping as such 
is not fully understood. For instance, a remark that 
now direction of tramp ships had been set aside the 
owner was free to go to whichever port he wished, 
revealed a lack of appreciation of the fact that the 
precise destination of a tramp ship is governed by the 
receiver of the cargo being carried, and not by the 
shipowner. At the same time it is excusable that the 
functions of a general trader are not fully understood 
in a port where passenger and general cargo lines have 
been the first consideration for so many years. This 
is not to say that the locally domiciled shipping 
fraternity are all happy about this state of affairs. Ii 
one motors into Southampton, one is met at the out 
skirts by a notice which reads ‘* Southampton—The 
Gateway to the Empire.”’ Many Southampton people 
hold the view that this gateway is too much of an 
‘ever open door.’’ They feel that too much emphasis 
has been placed on the use of the port as a terminal 
for ocean liners, and too little on trade from which 
more benefit would accrue to the townspeople of 
Southampton itself. They go further and comment 
that the luxurious ocean terminal building recently 
completed should not have taken preference over the 
reconstruction of cargo sheds destroyed during the 
war, and the erection of additional ones. 


Berths and Shed Accommodation 


In the matter of berths and shed accommodation 
in Southampton, it would seem that the existing sheds 
are used on a_ basis which can only be termed 
uneconomic, if not wasteful, by comparison with those 
of other ports. The cargo is not stacked to the same 
extent, and there is an apparent shortage of mobile 
cranes and electric trolleys. It must be pointed out 
that in Southampton porterage in the sheds is a 
monopoly of the Docks Executive, whereas in other 
ports under other authorities there are commercial 
firms of master porters. Comparing the physical 
facilities in terms of berth and quayage space as 
between Southampton and London, Liverpool or the 
Clyde, it is surprising to learn that ships offered to 
the port for cargo handling are from time to time 
refused by Southampton. Does this not suggest that 
Southampton’s interpretation of working to capacity 
differs from that of other ports? And if Southampton 
is making a lesser effort than other ports to accom 
modate the maximum number of ships, does it not 
mean that the best interests of Southampton as a 
whole are not being served? 

It will he recalled that Southampton was developed 
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by the Southern Railway Company, was subsequently 
taken over by British Railways, and only recently has 
passdd to the Docks & Inland Waterways Executive. 
This last transference of authority brought with it the 
hope that dues and charges in Southampton would 
be brought in line with other ports under the same 
authority, and there would be a change in the attitude 
of mind towards a broadening of the general trade. 
It may well be that these matters are under considera 
tion, 


Choice of Port of Discharge 


A newcomer gains the impression that there is a 
lack of coordinated effort among the receivers of cargo, 
destined for places in the hinterland, towards ensuring 
that ships carrying such cargo discharge at Southamp 
ton and not elsewhere. That ships are sometimes badly 
handled in this respect is instanced by a case some 
little while ago where a vessel was ordered to London 
to cacsangy gh and on arrival faced a long delay in 
obtaining a berth. The shipowner, perturbed at the 
delay, investigated the situation, and found that much 
of the cargo was actually destined to the Southampton 
region. He then offered to pay the cost of moving 
his ship from London to Southampton, so that the 
discharge could proceed without delay, but his repre 
sentations met with no success and the ship waited in 
idleness for several weeks. 

With so much of our import programme handled by 
Government departments it is sometimes difficult for 
the ultimate commercial receiver to make his voice 
heard, but he is the eventual buyer of the cargo which 
is in the ship, and it is he who should be able to 
insist on the port of discharge of his choice. For many 
this must surely be Southampton, and if so what is 
needed is a real ‘* get together ’’ of cargo receivers 
and all other interested parties in a collective effort 
to attain their objective, including some share in 
shaping policy as to the port’s future. 

There was a time when tramp shipowners tried to 
exclude Southampton from the range of ports to which 
their ships could be ordered to discharge under the 
charterparty. By comparison with other ports it was 
considered slow and expensive, and had the added dis 
advantage of a subsequent move to a coal bunkering 
port before nebuneiiaaes outwards on the next voyage. 
Today most tramp ships are oil-burners and Southamp 
ton is an “oil port.’’ Moreover, it need not be ‘‘slow”’ 
and it need not be more expensive than others. Add 
to this the thought that for outward employment 
tramps have largely become auxiliary liners, and one 
reaches the conclusion that Southampton has much to 
offer and to gain in the accommodation of an increasing 
share of the general shipping trade. Yours, etc., 

W. Stantey HInpe. 

James Burness & Sons, Ltd., 

15 St. Helen’s Place, 
London, E.C.3. 
April 14, 1951. 





Spread of Discharge Arrangements 
To the Editor of Tae Saivrinc Worip 


Sir,—‘Baltrader’s’”’ article in the issue of April 11 was of 
great interest. It often strikes me the non-tidal port of 
Immingham, with a lock pit 840 ft. x 90 ft, and 28 ft, depth 
of lowest water, is ill served with traffic; except during the 
periodic dockers’ strikes elsewhere ! Yours, etc., 

J. O. M. Fisner 
Mount House, 
Neeby, Lines. 
April 16, 1951, 
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WORSHIPFUL COMPANY OF SHIPWRIGHTS 
Duke of Edinburgh Fourth Warden 


At a meeting of the Court of the pte gh Com 
pany of Shipwrights, held at the Vintners’ Hall, Upper 
Thames Street, E.C., on Thursday, the following 
officers were installed for the ensuing year: Prime 
Warden, Mr. Geoffry Parsons; Renter Warden, Sir 
Harold Flannery; Second Warden, Mr. Philip Runei 
man; and Third Warden, Sir G. Leighton Seager. It 
was announced that the Duke of Edinburgh had 
vecepted the position of Fourth Warden. 

The following were elected to the Company and will be 
idmitted at a future meeting of the Court: Messrs, A. G. 
Braithwaite (London), Arthur Hiller (Brentford), E. H. 
J»mes (Southampton), and V. G. Shevheard (Bath), The 
following were admitted to the Freedom of the Company 
ind duly sworn in: Messrs. J, R. Adams, J. S. Baillie, Ear! 
Beatty, Messrs. V. L. Burke,|R. B. Constant, W. J. A. 
Davies. Sir J. Gikson Graham and Mr. F, W. Talbot. Mr. 
G. M. Dickson was admitted to the Livery of the Company, 
sworn in and welcomed, 

The meeting was followed by a dinner, at which Mr. 
Geoffry Parsons presided. 





Newcastle Chartered Shipbrokers 


The annual report of the Newcastle-upon-Tyne District 
Association of Chartered Shiobrokers stated that the past 
vear had been one of great difficulty to local shipbrokers. 
The reduced coal export had caused a shrinkage in tonnage 
coming to the ports and, owing to new building and con 
versions to oil, one of the broker's biggest assets—‘‘Bunker 
Only Coal’’—was gradually disappearing, The biggest pro 
port on of tonnage was now oil-burning and if bunkers were 
needed they were supvlied by the oil contractors, leaving 
the ship’s agent the ‘“‘bunker only’’ fee and all the work. 
The report stated that the imvort of coal from the U.S.A 
had been fully exvlored and a meeting had heen arranged 
with the Nati nal Coal Board to see if agreement could be 
reached whereby a provortion of the chartering of such 
tonnege could be left to each district in turn. The report 
idded that some progress had been made whereby a per 
entage of tonnage fixed for scran from Germany was fret 
of merchant's broker. Only one of these ‘‘free’’ shivs had, 
however, keen sent to the Tyne to discharge, but other 
ports had benefited. The Institute of Chartered Sh’pbrokers 
was once again trying to obtain free agency on all iron 
ore cargoes. n view of the steadily increasing overhead 
charges, an application had keen mode to the Chamber of 
Shipp.ng for an increase in agency fees. 





Reference was made on vage 315 of THe SHippiInc WorLD 
of Avril 4 to fire tests which have been carried out on a 
bulkhead of ‘* Durasteel.”’ The furnace temperature was 
stated to have reached 827 deg, F., but in fact this figure 
should have read 927 deg. 
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Computation of Time for Time Chartering 
To the Editor of Tue Surpptinc Worip 


Str,—With regard to the time chartering of ships with 
delivery and redelivery at different places, my opinion is 
that Greenwich Mean Time should always be taken as the 
standard of time. This would avoid errors of computation 
wi-h regard to the consumption of coal or oil bunkers and 
in the actual time of charter hire to be calculated. If we 
start delivery of a ship at, say, Hong Seve at the normal 
hour of 9 a.m. on March 8, this is equivalent to 1 a.m. 
March 3 G.M.T. Redelivery of the shin at New York at 
9 a.m. Apr.l 3 is equivalent to 1 p.m. G.M.T. April 3, the 
actual time being 12 hours in excess of the calculated time. 
Further discrepancies arise with the use of local time in 
the summer when clocks are altered by varied amounts in 
different vlaces, thus caus.ng greater confusion.—Yours, etc., 

c. L. San. 

c/o China Union Lines, 

608 Bank of East Asia Building, 
Jes Voeux Road, Central, 
Hong Kong. 
March 14, 1951. 





Institute of Shipping and Forwarding Agents 


At the annual meeting of the Institute of Shipping and 
Forwarding Agents, Mr. Frank Dawson, manag:ng director 
of the Cunard Steam-Shiv Co., Ltd., was elected preside nt 
in succession to Sir W. Nicholas Cayzer, and Mr. R. D. (¢ 
Johnston, of Arbuckle, Smith & Co., Ltd., Glasgow, was 
elected chairman in succession to Mr. J. W. Barraclough. 
After seven years of existence, the Institute now has 1,718 
full members, a net increase of 71 over last year. In addition 
there are 379 student members, and conic ations for member- 
ship are being received daily. The Institute examinations 
were held at six centres during 1950 and 55 out of 113 students 
passed. The chairman stated that the Institute was now 
strong enough to introduce more restrictive conditions 
governing adm‘ssion to membershiv, and from next year 
applicants not qualified by examination must pay an entrance 
fee. Next year, too, the examination will be held in two 
parts, intermed.ate and final. 





Handling of Carbon Black 


4 committe of the British Standards Institution is trying 
to specify methods to be adovted to reduce the difficulties 
in handling ¢ arbon black and B.S.I. has now vutlished Part I 
of B.S. 1,714—‘‘Recommend >t ons for handling carton black 

Loading and stowing in ships.’’ As soon as vossible fur‘ her 
recommendations will be published for the unloading and 
inland transportation of carbon black and it is also ‘hoved 
to publ.:sh minimum quality standards for the packaging 
of this substance. The present recommendations are made 
following several experimental shinments. Covies of this 
standard may be obtained from the British Standards 
Institution. Sales Department, 24 Victoria Street, London, 
S.W.1 (price Is.). 








Port of Immingham 


This view shows Immingham, the sub- 
ject of commentinaletter tothe editor 
of THE SHIPPING WORLD on page 
385. The depth alongside the quays 
is from 30 to 36 ft., while the mini- 
mum depth on sill of the entrance 
dock is 28 ft. The lock is 840 ft 
long and 90 ft. wide. Facilities 
include coal hoists and a grain 
elevator, as well as cranes varying in 
capacity from 2 to 50 tons 
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SWEDISH SHIPPING AND SHIPBUILDING 


COMPANY RESULTS FOR 1S'50 


MANNING SCALE PROPOSALS 


By THE SHIPPING WORLD’S Own Correspondent 


THERE is an increasing demand for timber tonnage 
and this market shows a firm tendency. The char 
terers are obviously willing to pay 160s. per fathom 
for consecutive voyages with pitprops from Southern 
Finland to the East Coast United Kingdom. Sawn 
timber fixtures include 202s. 6d. per standard for 760 
standards, July loading from Oskarshamn and Kalmar 
to Mersey. The freight market for coal from the 
United Kingdom has been quiet and only a few smaller 
cargoes are on the market, but charterers are hesitat 
ing. Vessels measuring between 400 and 700 tons have 
been taken from the U.K. east coast ports to West 
Sweden at 18 to 19 kronor. The coal trade from 
Poland is characterised by a limited number of cargoes. 
It is reported that shipowners are unwilling to take 
these cargoes owing to congestion at the port of 
Gothenburg. 

The delays at Gothenburg are being caused by 
repeated deadlocks in the railway traffic serving the 
port. Wagons with export goods are sometimes hard 
to locate, whereas others do not arrive when required. 
Recently 1,662 wagons with export goods were waiting 
along the quays, and this figure is considered far too 
high. Loading of wagons for vessels without berthing 
space is not permitted, and owing to an inefficient 
report system even wagons destined for berthed ships 
are detained. To put an end to these difficulties such 
measures as an increase in the number of wagons and 
engines for shunting, as well as a larger shunting yard 
and more personnel, are almost unanimously suggested. 
Such an improvement takes years and for the time 
being, at least, a special railway traffic bureau, 
organising traffic to and from the port, could be of 
great value, cooperating closely with the harbour 
board, forwarding agents and shipping lines. 


Shipping and Port Conferences 


Several conferences dealing with shipping and port 
activities are taking place this year at Malmé. The 
annual meeting of the Swedish General Shipping Asso 
ciation is to be held on May 16 and 17, simultaneously 
with the meetings of the Swedish Association for 
International Maritime Law and the building and 
aviation engineering branches of the Technological 
Association. The Swedish Port Association will also 
have its annual meeting at Malmé on June 5 and 
Kockums M.V. has secured orders from America for 
the building of two tankers of 19,500 tons d.w. each 
for payment in U.S. dollars. This necessitates the 
widening of the entrance to the Inner Harbour, as 
well as the rebuilding of the bridge across the entrance. 
The Harbour Board has submitted a programme of 
works, estimated to cost 1.5 million kronor, of which 
Kockum will pay a considerable amount. The tankers 
are to be delivered in 1953. 

Recently published figures make it evident that 
Swedish shipbuilding yards were busier than ever 
before during 1950, with records for both delivered and 
launched tonnage. Last year the peak figure of 1949 
was exceeded by 79,500 tons d.w. The deliveries were 
chieffy motor vessels and included only four steamers, 
totalling 7,000 tons d.w., the majority of the vessels 
being exported. The value of the exported tonnage 
was Kr.365.5 mn. as against Kr.279.8 mn. in 1949. 
In January this year 164 vessels, aggregating 1,640,600 
tons d.w. and 901,300 i.h.p., were under construction 
or ordered. Anders Jahre, of Oslo, for Norwegian and 
foreign subsidiaries of his own concern, has ordered 
nine large tankers, three of which, of 17,500 tons each, 
will be built by Gétaverken. 

The 25-years-old Svealand, once the largest cargo 
vessel in the world and specially built for ore carry 


ing, has been modernised by Gétaverken for Angfartygs 
Aj/B Tirfing. With new propelling machinery, two 
diesel engines and a general reconversion, the 
Svealand will be faster and more comfortable. Among 
other work under way at Gétaverken is a 24,000-tons 
tanker for Norwegian owners, while the yard has also 
booked an order for a 28,500-tons tanker from Mr. 
Onstad at Munkedal, Norway. This vessel will be the 
largest built by Gétaverken. 

The continued improvement of freight rates in 1950 
affected mainly larger ocean-going tonnage, whereas 
the increase of rates for shorter hauls was considerably 
lower. With the slackening of the coastal trade, 
Stockholms Rederi A/B Svea, as stated in the annual 
report and accounts for 1950, has been able to transfer 
further vessels from coastal to foreign-going trade. 
The gross profit was Kr.13.09 mn. after tax deduction, 
an increase compared with Kr.10.58 mn. in 1949. The 
net profit was Kr.2.89 mn. (Kr.1.52 mn.). The Svea 
Company, which originally concentrated its activities 
in the Baltic, has successively increased its share in 
Sweden's ocean trade, and the new refrigerated motor 
vessel Stella Marina, which was delivered in April, 
is an example of this wider sphere of activity. The 
motor tanker of 16,300 tons under construction at 
Kockum will be delivered in July this year. In 
February a contract was signed with Oresundsvarvet, 
Landskrona, for delivery of a 18,500-tons tanker in 
December 1953, and the company has two further 
vessels of 3,600 tons each under construction at the 
Finnboda yard, which is also building a_ 1,800-tons 
vessel for the company’s Finland trade. At the begin 
ning of the year the fleet consisted of 58 vessels, of 
which 52 were cargo vessels (128,200 tons) and six 
passenger ships (7,558 tons). 


German Competition 


In an interview on his 60th birthday (March 28), 
Mr. Emanuel Hoégberg, who is managing director of 
the Svea Company and also president of the Baltic & 
International Maritime Conference, stressed the poten- 
tialities of the new German-built cargo vessels of 500 
to 800 tons d.w. which do not require any engineering 
staff as lubrication is performed automatically and the 
ships are manoeuvred from the bridge. If this type 
proves reliable it could be used with great advantage 
on the company’s coastal and Baltic routes, said Mr. 
Hégberg. By easing the provisions of the Merchant 
Shipping Acts relating to the qualifications of ships’ 
officers, Swedish competitive ability could be increased, 
Mr. Hégherg maintained. At present, an officer in a 
passenger vessel plying between Sweden and Finland 
had to go though the same examination as the master 
of a trans-Atlantic liner. In the Svea Company 45 per 
cent of the officers, principally 2nd and 8rd _ officers, 
were foreigners, and it was thus of great importance 
to intensify recruiting in Sweden, as the foreign officers 
successively return to the expanding fleets of their 
own countries. The demand for less rigid recruitment 
regulations has to a certain extent been met by the 
new exceptions applied since April 1. These will benefit 
small-sized tonnage, since engineers as well as naviga 
ting officers may now be recruited for vessels with a 
relatively larger tonnage without the theoretical quali 
fications formerly prescribed. 

After the usual deductions, the annual report for 
1950 of the Swedish Lloyd Company shows a net profit 
of Kr.1.49 mn., as against Kr.1.34 mn. in 1949. A 
dividend of 8 per cent in addition to a 2 per cent bonus 
is declared and it is proposed to increase the share 
capital by Kr.3.69 mn.; Kr.0.74 mn. are to be trans 

(Continued on page 390) 
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THE MARINE ENGINEER’S VIEWPOINT-—II* 


By H. J. D. THOMPSON 


THE MANY varieties of commodities now carried, and the 
very exacting requirements necessary to maintain cargoes 
in the highest condition without loss of weight, has made 
refrigeration a highly specialised branch of marine engineer 
ing. The crude old pr actices of the conveying of buckets 
of ice to counteract local ‘‘hotspots’’ in the chambers, and 
the continuous running of plant with no other objective 
than securing minimum temperatures irrespective of the 
type of cargo carried, have been superseded by finely graded 
temperature controls with distance thermometer recording 
charts, sometimes in lock-up cabinets accessible only to the 
shipper. Research has revealed that butter is best pre 
served without loss of weight at 10 to 12 deg. F., frozen 
meat requires 14 deg. F., dried fish 15 deg. F., chilled meat 
and eggs 29 deg. F., furs and fabrics 30 deg. F., cheese 35 
to 40 deg. F., fruit 45 to 55 deg. F., and to run the plant 
for 12 deg. lower temperature would destroy a whole fruit 
cargo. Bananas, if picked green, must be maintained at 
a temperature to retard the ripening process, Fruit and 
vegetables harvested at 70 to 80 deg. F. must be rapidly 
cooled down to 32 deg. to slow ap the process of ripening 
and to check bacterial activity. It will be seen that these 
sensitive requirements place the D.C. drive in a far more 
favourable position than the A.¢ 


Lloyd’s Register Rules for Refrigeration 


Lloyd's Register regulations have been brought in line 
with these requirements and a minimum of two compressors 
with plant cavable of maintaining all the insulated chambers 
at 15 deg. F. in the most adverse conditions must be 
installed. Once the required temperature is achieved the 
loading required on the plant is that of maintaining these 
temperatures, and the mean average power consumed is in 
most cases less than half of the installed capacity. Thus 
A.C. plant is at an economic disadvantage, and a finer 
grading of rotor resistance control than the standard 
arrangements for the slip ring motor reduces the 10 per cent 
margin in favour of A.C, first costs to little more than a 
5 per cent advantage. 

A Queen Mary or an Empress Britain does not carry 
bulk cargo, and their small outfits of five drives aggregating 
150 h.p. and 12 drives aggregating 174 h.p. respectively 
would affect capital costs by less than £100 if A.C. drives 
were substituted, The more economical running costs of 
the D.C. drive would eliminate the extra capital costs in 
less than two years service. 

The 24,000-tons diesel liner presents quite a different pro 
position, as bulk refrigeration requiring three 180 h.p. 
CO, machines is installed, and a small 6-h.p, automatically 
controlled Freon plant takes care of the ultra low tempera 
ture insulated chamber, 

Nine brine pumps aggregating 76 h.p., two circulating 
pumvs each of 10} h.p. and as many as 30 cooling fans 
totalling 130 h.p. complete the refrigeration electrics, The 
cooling fans require a bare minimum of two speeds, and 
the margin in favour of A.C. capital costs approximates 
to £850, Had ammonia or ‘‘Freon 12” plants been installed, 
the compressor drives would be reduced to approximately 
145 h.p., and the margin in favour of A.C. would then be 
about £775. Methyl chloride plants would necessitate, say. 
five equipments. with 85 h.p. compressors, and the A.C 
advantage would be increased to rather more than £900, 


Fluctuating Features of Cost 


It is a difficult matter to indicate a general figure for 
running costs, in view of the big variation in cargoes and 
the <a sea water and atmospheric temperatures. A 
25 deg. F. difference in sea water temperatures will modify 
the at AB on the plant as much as 80 per cent. Again, 
although refrigeration for the most part is a one-way traffic, 
sometimes a part cargo of kipvers requires part of the plant 
to be kept running when leaving this country, Three days 
is a typical period for cooling down the chambers before 
loading, and during this period running costs are equal. 
A fairly representative basis for the main plant would 
correspond to 120 h.p. motor loading for six hours per day 
in the winter period and 160 h.p, motor loading for nine 
hours per day in the summer period, necessitating 25 per 


*, The last article in th r ippeared Tee Swrpreisa Worn of March 
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cent and 10 per cent speed reductions and therefore A.C. 
losses. 

With electricity at 1d. per unit the D.C. running costs 
would effect a saving of approximately £212 per annum, 
so that it would take somewhat over four years service to 
wipe out the advantages of A.C. capital costs. The robust, 
high pressure CO, machine, using cheap refrige rant and 
not requiring any separate housing compartment, is by far 
the most popular selection for British shipowners. The 
Freon machine, although used in warships and requiring, 
like the ammonia and methyl chloride machines, 20 per cent 
less horsepower for compressor drives, is too expensive in 
cost of refrigerant to appeal to most owners, especially as 
America is the main —— by supply. 

Mr. Booth advances the slip ring compressor drive, 
in spite of the rotor ee losses, Mr. Porter’s proposi 
tion of either installing several small] units in lieu of one 
large compressor or the innovations of variable clearance 
pockets in the cylinders, control of suction pressure and 
bypassing, obviously entail increased capital outlay above 
the cost of the D.C. drive, and no data is available to the 
writer to indicate the increased prices of these proposals. 
These American innovations are scarcely likely to be 
favoured by British engine estimators desirous of. present 
ing minimum costs in their tenders to shipowners, and the 
loss in cargo carrying space and the cost of additional 
seatings necessitated by Mr. Porter’s first proposal will not 
commend itself to the naval architect. 

Mr. Savage prefers to retain the D.C. drive on account 
of the high cost of the A.C. speedmaster control system with 
the induction regulator. The performance of the slow speed 
D.C. motors for refrigeration compressors is of a_ very 
satisfactory nature. If trouble was experienced on the A.C. 
speedmaster control system, its elimination would present 
a decidedly more difficult proposition to surmount than the 
misbehaviour of the D.C. drive. There is little or possibly 
no background of experience among present seagoing 
personnel to deal with this speedmaster combination, and 
a good deal of criticism would be levelled at the policy 
of replacing the D.C. drive from the economic angle of high 
capital cost, svoilt refrigeration cargo, and higher 
operational costs with poor power factors on reduced out 
puts. The majority of engineers will be in agreement with 
Mr. Savage’s adherence to the D.C. drive. 

Messrs, Fox and Coleman advanced as many as seven com 
pressors with high torque drive and two speeds, as high 
as 1,800 r.p.m. and 900 r.p.m, This arrangement provides 
« hand.eap to the naval architect in increasing the area of 
non-revenue allocation and the cost of additional seatings, 
ilthough these high speed machines are, of course, cheaper 
to manufacture than the present British standards. 


Composite A.C./D.C. Installations 


Assuming the mixing of the D.C, and A.C. systems with 
their somewhat lower overall efficiency to be acceptable to 
the es agong superintendent, the composite installation 
provides a broad field where there is bound to be some 
difference of opinion on the selection of drives for the 
A.C. and D.C, systems, and in consequence the relative 
outputs of the alternator and generator. In nearly every 
case it will be found necessary to install approximately 
10 per cent additional capacity over that required for a 
complete A.C. or D.C. system. The two extremes will be 
considered, 

(a) In the writer’s opinion, if speed variation is essential 
for the satisfactory performance of an auxiliary unit, it is 
logical to provide sufficiently close speed variation to meet 
the extremes of variables to which the liner is subjected, 
including ship’s working and wear and tear on pumping 
systems. If a job is worth doing, the highest class of 
passenger liner requires the job to be done well with no 
lowering of the standard of comfort to passengers. This 
policy requires the maximum proportion of D.C. generating 
plant and the minimum size of A.C. alternators. All light 
ing, cooking and heating equipment is allocated to the A.C. 
system, 

In a Queen Mary, where 9,250 or of D.C. generating 
equipment is installed, the seven 1,300-kW D.C. main 
generating sets and the 150 kW emergency generating set 
(if the same reserve margin is maintained) could be replaced 
by nine 1,100 kW composite sets. The electrical section of 





\prit 25, 1951 


The Shipping World 


eT See 


gus 


SOCIEDADE GERAL 


In 1919, Alfredo da Silva, the famous Portuguese 
industrialist, founded the “Sociedade Geral de 
Comercio, Industria e Transportes” to handle the 
products of C.U.F. and other firms established by 
him. However, it was not until three years afterwards 
that “Sociedade Geral’ — having purchased four 
vessels in England— entered the merchant marine 
field. 

Between 1923 and 1925, the Company bought 
eight ships from the Portuguese State Maritime 
Transport. In the three years following, “‘Sociedade 
Geral” still further increased their fleet, up to a total 
of 18 ships, and so it remained until 1933. 

Development of their fleet was then resumed 
with the ordering of five new vessels from Portuguese 
yards. While these were building, the Company 
bought the vessel Foca, the tanker Monchique from a 
French firm, and rebuilt the Canadian vessel Alcoutim. 

In 1945 the Portuguese Ministry of Marine 


introduced their national plan for the “renovation” 
of merchant shipping, and accordingly ‘Sociedade 
Geral”’ put in hand under the personal supervision of 
Mr. Manuel de Mello the construction of much new 
tonnage. Ten of their new ships were built at British 
yards; four in Canada: three others were built in the 
yards of its associate, ““Companhia Unido Fabril’’, 
namely Antonio Carlos, Conceigao Maria and Alfredo 
da Silva. Three sister ships of the last named, to be 
employed in the Portuguese Guinea Service with cargo 
and passengers, and two tugs are now 
construction. 


under 


“Sociedade Geral’, with 37 vessels totalling 
about 197,000 deadweight tons, apart from smaller 
shipping, serves all parts of the world and maintains 
regular services between Portugal and Northern 
Europe, North Africa, the Cape Verde Islands, 
Guinea, Angola, Argentine, Chile, Newfoundland 
and Greenland. 
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4 Scavenge Pump Diese a 
ime S a REVERSING MARINE ENGINES 


in 1934 the Port Talbot Pilotage Authority installed in their Pilot 
vessel—Marian Byass—a Crossley four cylinder, 100 B.h.p. Scavenge 
Pump Diesel Marine Engine, which has ever since given satisfactory, 


trouble-free service, as indicated by the extract from letter reproduced. 


CROSSLEY BROTHERS LTD OPENSHAW MANCHESTER it 
London Office : Langham House, 308 Regent St., W.1. 
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each equipment would consist of a 700-kW 3-phase 50-cycles, 
415-volts alternator and a 400-kW 230-volts D.C. ‘dynamo, 
and the emergency generator would be replaced by a 200-kW 
unit, the electrical section consisting of a 150-kW alternator 
and a 50-kW D.C, dynamo, 

Includ:ng condensers, air pumps, circulating water pump, 
condensate extraction pump and all necessary auxiliary 
equipment and fittings on the main generator sets, the 
complete D.C, system is 13} per cent lower in cost than 
the composite equipments, to which must be added 
additional costs of erection, The emergency generator costs 
naturally favour the D.C. side, by 30 ver cent, These 
increases would involve the mar.ne engineering department 
in an additional expenditure of apvroximately £30.000 for 

Queen Mary. In an Empress of Britain the margin in 

favour of the complete D.C. system would approximate to 
£14,000, and in the desel liner to £5,000. 
(b) If the policy is adovted of restricting the D.C. drives 
to deck mach-nery and forced draught fans and accepting 
a lower standard of engineering operation and passenge! 
comfort (1.€., on a parallel basis to Messrs. Fox and Coleman’s 
proposition for a U.S. 30.000-tons liner), in a Queen Mary 
the D.C. generator size would be reduced from 400 to 200 
kW ond the A.C, alternator increased from 700 kW_ to 
900 kW, increasing the margin in favour of the D.C. equip 
ment to £32,000. In an Empress of Britain and the d'esel 
liner the approximate figures in favour of the complete 
D.C. system are £15,000 and £5,800 respectively 


American and British Prices 


In Messrs. Fox and Colemin’s proposition the composi le 
plant cons-sts of four 1,100-kW sets (D.C., 200 kW: A.C. 
900 kW), and the complete D.C, plant of four 1.000-kW sets; 
in their table of differences in costs and weights, the com 
posite sets are shown to advantages of 27,800 dollars and 
2.000 Ib. in weight. Costs of seatings and erection avpea 
to be exc'uded, The author is auite at a loss to explain 
these conflicting renderings of British and U.S. prices. The 
Brit sh dita was kindly vrovided to the author by an out 
standing manufacturer of the highest reputation, whose 
generating equinment is to be found in all tyves of merean 
tile vessel and warship. 

Spare gear bas not been cons-dered in the above figures 
but if this is taken into consideration a 10 ver cent reduction 
in the figures given under (a) and (b) will amolv cover 
these amounts and still leave the balance overwhelmingly 
in favour of the complete D.C, ins‘allation, with its superior 
operational costs for fuel consumption, 

The weights and dimensions slightly favour the D.C. sid: 
(excluding seatings) but the percentage incre sse on 820 
tons of generating equipment is too small to be of any 
significance in the total deadweight of a Queen Mary, and 
approximately balances the extra weigh’ of the D.C. svare 
gear. The slight increase in length of the composite plant 
renders it adv_sable to increase the area of the comvartments 
for inspection and dismantling of the equ-pment; this will 
be commented on in the next article, 

The composite emergency generating set will invariably 
be of larger cavacity than the D.C. set because of the large 
starting currents required for emergency bilge pumps. If 
a popular British practice of supplying the steering gear 
motors from the emergency switchboard is pursued, the 
increase in capacity of the composite set will have to be 
greater than that presented above, and the margin in favour 
of D.C. further increased. 


Disadvantages of Composite Plant 


Three points of disadvantage of the composite plant should 
he notec 

(1) For parallel running the load sharing on the D.C. side 
is determined by the electrical characteristics of the 
dynamos and adjusted by shunt field regulation, 
whereas on the A.C, side the division of the load is 
de'ermined by the mechan:cal governor characteristics 
of the prime mover. Thus with a composite plant, 
changes on the A.C, load will react on the D.C. side 
and vice versa, necessitating closer attention by the 
watchkeeper than demanded by the complete D.C. 
system, and there will be more comolaints of un 
satisfactory paralleling with the compos‘te plant than 
with either of the single systems of generation. 
Additions of plant such as are occasioned by larg: 
scale extens.ons of refrigeration svace due to a change 
in trade routes present le ss problems with the com 
plete D.C. system than the composite installation, but 
most new innovations of a small character can be 
readily connected to the A.C. system unless speed 
variation is an essential requirement of the new 
apparatus to be installed. 


(3) The percentage loading on the composite plant will 
be inferior to that on the complete D.C. plant and 
somewhat higher fuel costs will be experienced, In 
a Queen Mary, a 1 per cent increase in steam or fuel 
(which the author considers an understatement) would 
cost the shipowner £600 per annum. With diesel-driven 
composite generating sets the advantages on capital 
saving of the complete D.C. equipment follow pe 
the indications given for turbo plant, except on the 
smaller diesel driven liner where the saving on the 
D.C. system is somewhat more favourable. 

For a 30,000-tons, 22-knots U.S. liner, with the proposed 
electrical equipment involving 354 motors with a connected 
load of 6,707 h.p., the types of motor selected were as 
follows: 

No. of No. of 
motors Type Speeds Total h.p 
Squirrel cage one 1,521 
High torque one 
Squirrel cage two 1,020 
High torque two 415 
Squirrel cage four 60 
Slip ring - 600 
0.c - 2,329 

It is interesting to note that four 35-h.o. capstan motors 
are A.C. drives, while the four 100-h.p. forced draught fans 
are wisely allotted to the D.C. drives, 


Pump Speeds 


The speeds of the pumps throughout the proposals are 
very high—3,600 r.p.m. for the two large 100-h.p. port feed 
pumps, 1,800 r.p.m,. for refrigerator compressors of 60 and 
50 h.p., 1.2.0 r.p.m. for main and auxiliary condenser pumps, 
and the fuel oil transfer and service pumps. The mechanical 
wear and tear would be much heavier than with British 
practice, and we must assume that pumping is arranged 
with a large amount of byvassing. Machinery ventilation 
fans are provided with two speeds, 1,800 and 900 r.p.m., and 
accommodation ventilation fans with 2 speeds of 1,200 and 
900 r.p.m. 

The estimated loss by the subs‘itution of A.C. for D.C. 
drives is given as 4 per cent and the electrical consumption 
of the entire fuel bill as 6 per cent, giving an increase of 
only } per cent of the entire fuel bill, These are remarkably 
low figures compared with Bri ish experience, where records 
of from 10 per cent up to 18 per cent of the ent-re fuel 
till have been exverienced on liners of moderate speeds. 
The increased time now svent in harbour due to the slower 
turnround of vessels has incretsed the electrical provortion 
of the entire fuel bill, as the generating equipment is con 
tinuously running except when the machinery is completely 
shut down for annual overhaul, 

In the absence of details not given in the paper, one 
wonders if the calculations have been based on the most 
favourable sea conditions throughout the year, if the losses 
in bypassing and wasteful pump running have been included, 
if any allowance has been made for overcooling in con 
densers and the additional heating on the excessive amounts 
of cold air in wintry atmospheres or the increased excitation 
due to low power factor. For British liners, the writer 
would have advanced a minimum of 6 per cent increase over 
the A.C. efficiency and 10 per cent as the electrical share 
of the entire fuel bill. 

Messrs. Fox and Coleman's estimated net loss of 60 kW on 
an average load of 1,500 kW, with electricity costs at 1d. 
per unit, approximates to £2,100 per annum, with a com 
plete shut down for 15 days a year. The writer’s minimum 
estimate for a British liner with the same equipment would 
be £8,150 in favour of D.C, running costs. 


Alternative Composite Installation by Conversion 


In view of the vulnerability of small horsevower D.C. 
machines being greater than that of the larger slower speed 
D.C. machines, it is natural to investigate the poss:bility 
of suvplying these small machines through conversion. 
Either A.C. alone or D.C, alone could be generated. Recti 
fiers, with their proneness to are extinction on overloads 
and their unsuitability to withs‘and the pitching and rolling 
at sea, can be ruled out. Motor generators, motor alter 
nators or ro‘ary converters would increase we ght, capital 
and running costs and diminish the revenue earning capacity 
of the liner. Moreover such a large vercentage of the small 
motor drives are requ-red for ventilation fans, and to the 
writer it seems that the lowered standard of ventilation 
provided by two-speed squirrel cage motors would not com 
mend itself to the shivowner. In spite of their disadvan 
tages, composite generating equipments are to be preferred 
to converter plant. 

The analysis of the D.C., A.C. and comvosite installations 
for passenger liners. as affecting the marine engineer, can 
be summarised as follows. 

Complete A.C. Installation—For equal operational 


aA weer, 
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efficiency it is essential to install the commutator motor for a 
large percentage of the large horsepower drives installed 
by the engineering department. The margin in capital 
costs in favour of the D.C, installation would generally be 
from 18 per cent to 25 per cent, according to the equipment, 
speed and d.splacement of the liner. Increasing the size 
of these three factors accentuates the D.C, savings in capital 
costs, 

On the question of maintenance costs it is not poss.ble 
to make any definite assert.ons in this unexplored field. An 
opin.on only can be advanced that the greater weakness of 
the small D.C. drives would probably render the A.C, instal 
lation maintenance costs favourable. On the other hand 
support would not be wanting for the contention that the 
A.C. commutator motor and A.C. contactor maintenance 
costs would probably more than offset the costs of D.C 
upkeep, A.C. contactor gear can prove troublesome, and 
the writer knows of a very famous firm, manufacturing only 
A.C. apparatus, where rectifiers have been installed on their 
prem.ses to provide [D).C, supplies for contactor operation 
because the A.C. contactor gear gave too much trouble, 
and this experience is not unique. 

Composite A.C./D.C. Installation.—The composite A.C. 
D.C. installation, on the basis of British manufacturing 
costs, would involve the engineering department in an 
ediitenal cost of £28,000 for the electrical generating sets 
and attendant condensers, pumps, etc., erection and seat 
tings in a Queen Mary installation, while increasing opera 
tional fuel costs by a min.mum of £5,000 ver annum, if 
bypassing were adopted on the pumping systems. The sub 
slitution of single, two and four-speed squirrel cage, high 
torque and slip ring motors on the basis of Fox and 
Coleman’s proposition would reduce this D.C. advantage to 
£15,000 al also reduce weights to less than .01 per cent of 
the total displacement. There is no reason to believe that 
for smaller, lower speed liners the proportionate D.( 
advantages would be appreciably modified. 

f slip clutches were installed for A.C. drives where speed 
variat.on was desirable, and the turbo va control installed 
for forced draught fans, the advantages of D.C. capital costs 
in a Queen Mary would exceed £66,000, but the operational 
fuel costs in favour of the D.C. drive would be reduced to 
rather less than £1,000 per annum on the basis of 11 months’ 
sea service and one month overhaul per year, The relative 
costs of maintenance must obviously be left indeterminate, 
but sufficient has been indicated that on balance the com 
plete D.C. installation is the best proposition for capital 
and operational costs for passenger liner construction to 
the marine engineer 





North East Coast Inst. of Engrs. & Shipbuilders 


At the general meeting of the North East Coast Institution 
of Engineers and Shipbuilders, held on April 13, Sir Philip 
B. Johnson, managing d.rector of the St. Peter’s Works, 
R. & W. Hawthorn, Leslie & Co., Ltd., was re-elected presi 
dent for the ensuing year, The new vice-presidents are 
Professor L. C. Burrill, Professor of Naval Architecture, 
—s College, Durham University, Newcastle, and Mr 

. H. Purdie, director and general manager of the engineer 
a department, William Doxford & Sons, Ltd. Messrs. F. L. 
Bolt, W. D. Horsley, E. J. Hunter, W. Muckle, J. B 
Woodeson and W. C. Allan were re elected to the Council 
of the Institution, the newly elected members of the Council 
being Messrs. F. Burstall, W. S. Paulin and T. E. Smith 








Orders for Brown Gyro Compasses 


\ large number of orders has been received in recent 
months for gyro compass and automatic helmsman equip 
ment manufactured by S. G. Brown, Ltd. Ships for which 
orders have recently been received include 21 new tankers 
for the British Tanker Co., Ltd., in addition to ten already 
on hand, and 102 already installed; 11 Brazilian tankers; 
22 for Canadian owners; 33 for Norwegian and British whale 
catchers; and 26 for Greek and American owners, Finland 
has ordered 12 equipments, Norway 20 and Sweden ten. 
Orders have also been received for the two 17,000-tons 
a mg! and cargo Iners, Rhodesia Castle and Kenya 

Castle, at present building for the Union-Castle Line, five 
vessels for Alfred Holt & Company, and the 24,000-tons 
Argentine whaling fac tory sh: Pp building at Harland & Wolff’s 
Belfast yard. The ‘Brown’? gyro compass and automatic 
helmsman equioments have for many years been manu 
factured under licence in France by Association des Ouvriers 
en Instruments de Precision, and all French vessels built 
since the war have been equ pped with Brown gyro com 
passes. A full order list is also reported from France. 


SWEDISH SHIPPING AND SHIPBUILDING 


(Continued from page 387) 


ferred to the reserve and Kr.6 mn. brought forward. 
Costs rose continuously during the year and the 
increase of liner freights came too late to alter the 
picture for 1950. However, the number of passengers 
carried on the London service rose to 55,800, as against 
49,758 “n 1949. One vessel was bought during 1950 
and two sold, while two 3,400-tonners were delivered 
to the company. The Patricia, the new passenger ship 
for the London line, was launched in November at 
Newcastle-upon-Tyne. Through Rederi Sicilia A/B, a 
subsidiary company, a 16,500-tons tanker was ordered 
from the Eriksberg shipyard for delivery in 1953. The 
Swedish Lloyd fleet now numbers three passenger 
vessels, aggregating 16,052 tons gross, 29 cargo vessels 
of 81,872 tons d.w., and one tug. 

In spite of a decrease in the gross profit from 
Kr.13.1 mn. in 1949 to Kr.8.1 mn. last year, Rederi 
A/B Transatlantic raises the dividend on ordinary 
shares from 10 to 12 per cent. The 1950 accounts of 
Transatlantic and its chief subsidiary Transpacific 
show a gross income of Kr.90.5 mn., but higher costs 
and expenses in connection with the increase of lay 
days at various ports is the main cause of the 40 per 
cent lower profit. Another detrimental factor specially 
stressed in the report was the need to charter tramp 
tonnage at high rates to cope with the steadily rising 
amount of export cargoes. The fleets of the two com- 
panies now comprise 35 motor vessels, totalling 260,000 
tons, the book value being Kr.18.9 mn., while the fleet, 
together with other assets, has an estimated value of 
Kr.250 mn. The Swedish East Asiatic Line had a net 
profit of Kr.1,233,290 in 1950 against Kr.1,211,283 in 
1949. A dividend of 6 per cent, the usual amount, is 
proposed. 


Sales and Purchases 


Among larger vessels sold and purchased during the 
first quarter of this year may be mentioned the steamer 
Flora, of 3,600 tons, bought by Rederi A/B Bitre and 
rechristened Bitrafjord. The Joburg, a motor vessel of 
1,730 tons, was sold by Ria Rederi A/B to Rederi A/B 
Bifrost; its new name is Petersborg. The latter 
company, on the other hand, has sold its steamer Agne 
(4,100 tons) to Rederi A/B Orvar, Hiailsingborg, for 
Kr.1,225,000. This vessel was built 1917 and will now 
sail under the new name Orvar. Kr.350,000 was the 
price of the steamship Fredman (now Naven), 1,550 
tons and built in 1917, recently sold to Rederi A/B 
Lecké at Lidképing. 

The Board of Trade has licensed A/B August Leffler 
& Son at Gothenburg or its subsidiary company A/B 
Nordisk Navigator to purchase the Norwegian 9,650 
ions tanker Chr.Th.Boe for Kr.38 mn. However, there 
seems at the moment to be no need for an import of 
tankers, except smaller vessels for the transport of fuel 
oil to industries situated at quays with insufficient 
depth. Rederi A/B Wallship at Stockholm has sold 
the steamer Othello (7,460 tons d.w.) to the newly 
established Danish company Konghavn. Ese Bancks 
Rederi A/B, Halsingborg, has purchased the Canadian 
built steamer Julia, 4,700 tons d.w. 

The Swedish Lloyd steamer Gruecia, built in 1911 at 
Sunderland and carrying 5,265 tons, has been sold to 
the recently founded Rederi A/B Astrea, at Hiilsing 
borg, for Kr.475,000. Another vessel purchased from 
Swedish Lloyd is the steamer Titania, of 8,200 tons d.w. 
and built in England in 1918. Rederi A/B Transat 
lantic is the purchaser and this transaction is considered 
more or less a case of emergency in order to secure 
sufficient tonnage for —, home a_ part of the 
600,000 tons of coal from the U.S.A. on Government 
order. The share of - seal er in these shipments 
is 92,500 tons and with the purchase of Titania it will 
not be necessary for the company to employ modern 
cargo liners now running on scheduled services. 





Apri 25, 1951 


Shipping World 


TWO TRAWLERS FOR SPECIAL DUTIES 


AVRESEARCH TRAWLER AND A TRAWLER WITH FISHMEAL PLANT 


LATEST TRENDS in the design of fishing vessels are represented 
by two trawlers from the Aberdeen yard of Hall, Russell & 
Co., Ltd. One, the Cape St. Mary, a diesel-driven trawler 
designed for fishery research duties in West African waters, 
is now preparing for trials at the yard, and the second, the 
Olafur Johannesson, a steam trawler ordered by the Icelandic 
Government, was recently completed at the Aberdeen yard. 

The Cape St. Mary, built with funds supplied by the 
United Kingdom Government under the Colonial Develop 
ment and Welfare Act, is designed to aid the campaign to 
improve fishing methods in West Africa, and success in her 
work may add materially to the number of orders for similar 
vessels which may be expected in the future. The ship will 
be used by the scientific staff based at the laboratory of 
the West African Fisheries Research Institute at Kissy, near 
Freetown, Sierra Leone, where she will sail after running 
trials. Her first task will be to investigate the quantity and 
species of fish in existing grounds off the West African coast 
and to study seasonal migration. Experiments will be made 
to discover the methods best suited to surface, mid-water 
and bottom-sea fishing, Her radius of operations will extend 
from Bathurst to the Cameroons and possibly as far south 
as Ascension Island. The vessel will have the assistance of 
two motorboats, one of which will be equipped with an echo 
sounder for locating shoals of fish and studying their 


movements. 
The ‘Cape St. Mary” 


The principal particulars of the Cape St. Mary are as 
follows :— 

Length b.p. 

Breadth moulded 

Depth moulded 

Machinery A 
diesel of 350 s.h.p 
at 550 r.p.m 
coupled through 
reverse reduction 
gearing 

Speed It knots 

The vessel is built to seantlings in excess of the require 
ments of Lloyd's Register for trawlers. She has a raked 
stem and canoe stern, and in addition to the special appli 
ances of a research ship is equipped with normal 
commercial trawler gear, such as_ gallows, bollards, 
fairleads, trawlboards, fish pens on deck, and washing and 
cleaning facilities. There is a strong foremast mounted with 
a 5-tons derrick with operating leads to the trawl winch. 

The vessel will have a European master, mate, engineer, 
and two scientific officers, and a crew of 12 Africans, four 
of whom will be petty officers. As the vessel will operate 
continually in tropical waters, particular attention has been 





The illustration above shows the steam trawler Olafur 
Johannesson, recent'y completed by Hall, Russell & Co., Ltd., 
Aberdeen, for the Icelandic Government 


paid to the efficient mechanical ventilation, insulation and 
mosquito-prooting of all accommodation, including the engine 
room, crew’s quarters and laboratory. The laboratory is 
situated at the forward end of the main deckhouse, and is 
divided into two sections by a fore-and-aft wooden partition, 
that at the starboard side being a wet laboratory for hand 
ling fish and live specimens, 

Navigational aids of a comprehensive character are in 
stalled. They include radio d.rection finder, radiotelephone 
and echo sounder. The echo sounder has an overall range, 
by continuous direct phasing, of up to 720 ft. and 720 fathoms. 
The equipment includes two sets of heavy duty 36-volt 
batte ries, thus enabling one set to be charged while the other 
is in use. 

The electro-hydraulically operated trawl winch carries 600 
fathoms of 2}-in. wire on each of two drums, providing for 
a pull of not less than 2$ tons at 150 ft. per minute. There 
is also a hydraulically operated hydrographic winch and line 
hauler which will be used for tak.ng water samples and for 
fishing with deep-sea longlines. A common bedplate serves 
these units, which are fitted with control gear and a hoisting 
davit which has specially des.gned shock absorbers to facili 
tate the handling of delicate specimens, 


Insulation of Fishroom 


Considerable thought has been given to the insulation of 
the refrigerated fishroom to provide the maximum effic.ency 
in tropical waters. The specification provides for a gross 
capacity of 3,000 cu, ft. The refrigerant is Freon gas and 
the machinery is capable of reducing the temperature of the 
room to 22 deg. F. prior to loading, and of maintaining the 
temperature at from 34 to 38 deg. F. after loading. The 
deckhead and bulkheads of the fish room are insulated 
with 3-in, thick aluminium-faced ‘‘Onazote”’ panels attached 
to wood grounds fixed to the bulkhead stiffeners, main 
frames and deck beams. The grounds are so arranged that 
the panels themselves are kept clear of contact with the 
structural steel. 

An ice-making plant is installed next to the refrigerated 
room and is capable of producing ice in 28-lb, blocks at the 
rate of one ton every 24 hours, the calculation allowing for 
sea water to be used at 85 deg. F. hand-operated ice 
crusher is fitted between the ice-making tanks, and is capable 
of crushing ice at the rate of three-quarters of a ton per hour. 

The propelling machinery comprises a vertical single 
acting, high-compression heavy oil engine, working on the 
four-stroke cycle and coupled through reverse reduction 
gearing to the propeller shaft. The engine has seven 
cylinders and is capable of developing, cont.nuously on 
service in tropical waters, not less than 350 s.h.v. at a speed 
of 550 r.p.m. at the engine, the horsepower being measured 
abaft the gearing and thrust block. On trial, the speed is 
to be ascertained with the engine developing 330 s.h.p. at 
160 revolutions of the propeller, which is anticipated to 
produce about 11 knots. The propeller is four-bladed and of 
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Profile and general arrangement of the Icelandic steam trawler ** Olafur Johannesson”’ 
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The diesel-driven fishery research trawler ‘‘ Cape St. Mary”’ 
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manganese bronze. The oil fuel capacity is sufficient to 
give the vessel a radius of action of 3,000 miles with a margin 
of fuel left. Auxiliary machinery is electrically operated, 
power being supplied by two generating sets having a com 
bined output of 70 kW. 

By contrast, the Olafur Johannesson is a steam trawler 
designed for operation in Northern waters. Of modern 
design, with forecastle, raked stem, flared bow, cruiser stern 
ind streamline rudder and fin, she aas the following prin 
cipal characteristics : 

Length b.p 183 fc. 6 in 

Breadth moulded 30 ft 

Depth moulded to upper deck 16 fc 

Depth moulded to raised quarter deck 17 fc 

Machinery Triple - expansion 
steam developing 
1,200 i.h.p 


The vessel is fitted with a large fishroom with cooling plant 
to maintain a temperature suitably low for the preservation 
of fresh fish. In addition there is a quick-freeze plant and 
insulated cold storage compartment where filleted fish is 
frozen, suitably wrapped in paper covering ready for distri 
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bution ashore. An item of particular interest is the steam 
fish-meal plant, this equipme nt being capable of handling 
25 tons of fish offal in 24 hours; the process involves drying, 
grind.ng and bagging. A separate compar‘ment is allocated 
for the stowage of fish meal. A cod liver oil plant consisting 
of five boilers in the house aft is fed by a hopper at the 
cutting ponds. Provision is made for the stowage of 82 tons 
of liver oil. 

Deck equipment includes a steam trawl winch carrying 
two 1,000 fathom warps, electric windlass, and an electric 
and hand hydraulic steering gear controlled from the wheel 
house by a telemotor. There are two lifeboats fitted aft 
operated by mechanical davits. Radar is installed and other 
navigational aids include wireless, two echo sounders, 
Chernikeef Log and W/T direction finder. Accommodation 
is provided for officers and crew amount.ng in all to 88 men 
and a feature is that this is provided with mechanical 
ventilatio. 

The vessel is propelled by means of a_triple-expansion 
engine developing 1,200 i.h.p. and using superheated steam, 
the engine having been manufactured and installed by the 
engineering department of Hall, Russell & Co., Ltd, 





ROUND THE SHIPYARDS 


Work in Progress on the North-East Coast 
By THE SHIPPING WORLD'S Own Correspondent 


THE past month has been one of much interest. The 
Tyne has commissioned the North-East ship of the 
year, and on the Wear the launching has taken place 
of the after section of the first tanker to be built in 
two halves. In addition, local yards have shared in 
the big announced by the Anglo-Saxon 
Petroleum Co., Ltd., and another firm has announced 
a scheme for yard alterations to permit of the build 
ing of the larger types of vessel now in demand. The 
first budget of Mr. Gaitskell has aroused much dis 
cussion, while no settlement has yet been reached of 
the ban on overtime and piecework by members of the 
Amalgamated Engineers’ Union. 

The North-East Coast’s ship of the year, the 13,600 
tons gross cruising liner Ocean Monarch, built at the 
Walker yard of Vickers-Armstrongs, Ltd., for Furness, 
Withy & Co., Ltd., is one of the finest liners ever built 
on the Tyne. She replaces the Monarch of Bermuda, 
also built by the same builders and severely damaged 
by fire four years ago. At Sunderland there has been 
more than usual interest in the building of the 15,226 
tons gross tanker Rondefjell by John Crown & Sons, 
Ltd., for Olsen & Ugelstad, of Oslo. It is the first 
time a tanker has been constructed in two halves. 
The after section has been launched and will be towed 
to the Tyne, where the fore section, now being built, 
will be joined and the engines installed. 


orders 


Large Number of Orders 


Of the 46 tankers ordered by the Anglo-Saxon 
Petroleum Company, 14 will be built on the North 
East Coast. So far this year orders for new tonnage 
in the district have exceeded all expectations, and from 
available information the North-East has added 95 
ships, of 1,253,315 tons d.w., to its order books. 
Tankers, at 46 vessels of 844,125 tons d.w., 
for nearly two-thirds of the total. 

The budget proposal to suspend the initial allow 
ances of 40 per cent for income tax and_ profit tax 
purposes on plant and machinery has aroused much 
discussion. Some fear that it will affect ships on order 
and many are hoping that the position will be clarified 
so as not to affect orders already placed. Sir W. A. 
Souter, past president of the Chamber of Shipping, has 
said that from the point of view of industry in the 
North-East district it is a very serious blow. A great 
many shipping orders have been placed on the basis 
that the allowance was going to be maintained, and 
he considered it a grave breach of faith. 

There is still no settlement of the engineers’ ban 
on overtime and piecework at many of the yards, and 
the ban is now affecting delivery dates. It is estimated 
that there are about 12,000 ment still operating the ban, 


account 


and at one Tyne yard, due to the dislocation of work, 
other tradesmen have been paid off. 

A review of the first quarter of 1951 launching output 
on the Tyne shows that tonnage output has risen 
though fewer ships have left the stocks. The figures 
for this year are four vessels of 55,170 tons gross, as 
against six ships of 49,740 tons gross for the same 
period of 1950. The increase in the demand for tanker 
tonnage is indicated by the fact that so far as the first 
quarter is concerned the whole of the output is tankers, 
compared with two of 19,260 tons gross a year ago. 
Tyne delivery output for the first three months also 
reveals an increase in tonnage with five ships of 69,085 
tons gross, as against six vessels of 59,060 tons a vear 
ago. On the Wear there is a big increase 


in launching 
output. 


Six ships of 35,520 tons gross left the slips 
as against the 1950 figures of six vessels of 24,000 tons 
gross. There is little difference in the delivery output, 
this year’s figures being eight ships of 51,330 tons 
gross, compared with ten of 51,870 tons in 1950. 


Increase in Launchings 


With several large ships due for launching during 
the next few months the Tyne launching output will 
show a_ big increase. Vickers-Armstrongs, Ltd., 
Walker, who had the only April launch when the 8,300 
tons gross liner Atreus for Alfred Holt & Company left 
the stocks, will next month launch a 9,300-tons gross 
cargo liner for Furness, Withy & Co., Ltd. Across the 
river at Hebburn good progress is being made on the 
construction of the 19,000-tons gross tanker British 
Talent at the yard of R. & W. Hawthorn, Leslie & 
Co., Ltd. The launching date of this tanker, the 
biggest merchant ship to be built at the yard, 
expected to be in July or August. A sister ship, the 
British Bulldog, building by Swan, Hunter & Wigham 
Richardson, Ltd., will be launched in the near future. 

Swan, Hunter’s, who have sufficient orders on their 
hooks to keep their staff fully employed until 1954, 
are hoping to receive the necessary licenses to replace 
four of their Wallsend building berths by two larger 
ones. At the remaining Tyne yard of John Readhead 
& Sons, Ltd., there will be no launches for some time. 
Work is now proceeding on the construction of two 
7,800-tons gross cargo vessels for T. & J. Harrison. 

Sunderland’s scheduled April launching programme 
consisted of six ships, the biggest vessel being the 
Norwegian tanker Hoegh Eagle, of 15,250 tons gross. 
Another export tanker to reach the fitting-out stage 
is the 7,600-tons gross Beskidy, building by Bartram 
& Sons, Ltd., for Gdynia-America Shipping Lines, this 
being the first of two similar ships. William Doxford 
& Sons, Ltd., have launched the 8,100-tons gross cargo 
vessel Arbitrator, the last of an order for four similar 
ships. The first launch of the year by Short Brothers, 
Ltd., is that of the 10,000-tons d.w. cargo ship Stanhope 
for the Stanhope Steamship Co., Ltd. 


Is 








Norwegian Cargo Liner 
** Orinoco ”’ 


A vessel of some 5,598 tons gross, 
the single-screw motor cargo liner 
Orinoco has been delivered to S. H 
Smith - Sorensen, of Arendal, by 
Kockums Mek. Verkstads A B, Malmo 
With a deadweight of 9,425 tons, 


she has dimensions of 430 ft. length - 


b.p., 61 ft. 5$ in. breadth moulded, 
29 ft. 3 in. depth moulded to main 
deck and 26 ft. 4} in. draught to 
summer loadline. There is general 
cargo space of 614,000 cu. ft. Her 
single screw is driven by 6-cylinder 
two-stroke double-acting M.A.N. 
type diesel engine supplied by the 
shipbuilders. This engine develops 
6,000 b.h.p. at 110 r.p.m. and provides 
the vessel with a speed of 16 knots in 
loaded condition 


Cargo Liner ‘Santa Ursula’”’ 


The biggest vessel to built for German 
owners since the war has been 
delivered to Hamburg-Sudamerikan- 
ische Dampfschiffahrts - Gesell 
schaft by the Hamburg yard of 
Howaldtswerke A.G. She is the Santa 
Ursula, a motor cargo liner of some 
6,300 tons gross with a deadweight 
capacity of 9,700 tons. She has alength 
of 475 ft. 4 in., a breadth of 61 ft. and 
a depth of 27 ft. 4 in. The cargo 
holds, three forward and two aft of 
the machinery space, are served by 
18 derricks of up to 25 tons lifting 
capacity. The single screw is driven 
by a 6-cylinder two-stroke single- 
acting M.A.N. type diesel engine of 
3,600 h.p., which provides the vessel 
with a speed of about 12 knots 
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Cargo Motorship for Iceland 


The single-screw motor cargo ship 
Jokulfell has been completed by 
Oskarshamns Varv, Oskarshamn, for 
Samband Islenzkra Samvinnufelaga 
(Federation of Iceland Cooperative 
Societies), Reykjavik. A refrigerated 
vessel of about 1,000 tons gross, she 
has a deadweight of 1,000 tons. Her 
principal dimensions are 215 ft. length 
b.p., 37 ft. breadth moulded and 14 ft 
I! in. depth moulded to main deck 
The two cargo holds are cooled to a 
temperature of -20 deg. C. by a 
freon cooling installation of STAL 
manufacture The propelling 
machinery has been supplied by 
Nydqvist & Holm AB, Trollhattan 
and comprises an 8-cylinder two- 
stroke single-acting diesel engine 


Tanker ‘* Caltex Brussels ”’ 


The delivery has taken place of the 
single-screw turbine-d iven tanker 
Caltex Brussels. Built by Soc. Anon 
John Cockerill, Hoboken, for the 
Overseas Tankship Corporation, of 
New York, she has a gross tonnage 
of about 11,990 and a deadweight of 
17,200 tons Her principal di- 
mensions are 544 ft. 10} in. length o.a., 
SIS ft. b.p., 70 ft. breadth moulded 
and 39 ft. 9 in. depth moulded 
Accommodation is provided for a total 
of 63 passengers. Supplied by the 
shipbuilders, the main machinery 
comprises a set of three Parsons type 
turbines driving a single shaft. The 
machinery develops 7,300 at 100 
r.p.m. and provides the ship with a 
speed of 15 knots 
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Shipowners 


Hadjilias & Co. (on 
behalf of clients) 


National Sea Products 
Halifax, N.S 
General S.N. Co 


Denholm line 
Norscott Shipping Co 
Ben Line 

Orient S.N. Co 


Royal Navy 
A/S Thv. Halvorsen 
Bergen 


Panamanian owners 
Panamanian owners 


John T. Essberger 
Hamburg 
Ernst Russ, Hamburg 
Willy Bruns 
Hamburg 
J). A. Reinecke 
Hamburg 
Sauber & Co 
Hamburg 
Kohlen Import 
Poseidon Schiff 
Hamburg 
H. Schuldt & Co 
Hamburg 
Reederei Hugo 
Stinnes © Brenntag 
Hamburg 
Wilh. Wilhelmsen 
Tonsberg 
Olsen & Ugelstad 
Oslo 
With. Wilhelmsen 
Tonsberg 
Braathens South 
American Far East 
Air Transport A S 
Fred Olsen & Co 


und 


Deutsche Seeverket 
A.G., Hamburg 
Flensburger Schiffs 
parten A.G 
Hamburg-Amerika 
Lime 


Hamburg-Amerika 
Lime 


Shipowners 


Achel Line 


Moltzau & 
Christensen, Oslo 


Drake Shipping Co 


DS AS Progress 
Copenhagen 


Argentine Govt 


Heinrich F.C. Arp 


N.Y. Stoomy 
Maats. 
Oostzee 


Roland Linie 
Schiffahres 
G.m.b.H 


V/O Maschinvoim 
port, Moscow 


The Shipping World 


NEW CONTRACTS 


Yards in Great Britain and Northern Ireland 


Approximate Tonnages 
Speed 
(knots) 


Dimensions 
Deadweight (ft.) 


10,000 — 14 


Gross 


Trawlers 
Cargo 


Cargo 
Tanker 
Cargo 


Pass. & cargo liner 28,500 668 b.p. - 90.5 
50 


Hospital ship 
Tanker 


10,000 
3,400 " 
Commonwealth and Foreign Yards 
Tanker 40,000 714 (long) 16 
21,000 
(each) 
16,500 


Tankers 
Tanker 


18,000 


(each) 


Tanker 


Fruit carriers 372.4. 49.9 


6 
Tanker 275.6 » 43.2 


Cargo 275.6. 443 


Cargo 


Cargo 


Cargc 


Cargo 
Tanker 
Cargo liners 


Tanker 


Cargo 
Tanker 

442.9 bp 
597-284 


Cargo 12 


Cargo 


10,000 


(each 


Cargo liners 


$50.08 . 63.33 16 
26.58 


(draught) 


455.5 
24.66 
(draught) 


argo liners 


n last week's SHIPPING WORLD 


TRIAL TRIPS 


particulars of contracts reported 


All vessels concerned are 


Engine 
Builders 


Shipbuilders 


Total 
hp 


Propelling 

Machinery 
4-cy! - 

Doxford 

diesel 


Tr.-exp 
steam 
Diese! 
4-cyl Barclay, Curle 
Doxford 
diese! 
6-cy! 
Doxford 
diesel 
Dbie.-red - 18) 
geared 
turbine 
Geared 
curbine 


Barclay, Curle 


Rowan & Co 


Shipbuilders 


teary 
turbine 
Steam 
turbine 
Diesel 
Diesel 
Diesel 
Diesel 


Stear 


Diesel 


Diesel 


Diesel 


Diese 
Diesel 
Diesel 


Diese 


Diesel 
Diese 
Diese 
Stear 


Steam 
turbine 


to be delivered in 1952 


Yards in Great Britain and Northern treland 


Approximate Tonnages 
Dimensions 
(ft.) 


Gross 
9,087 


Deadweight 
13,100 483 o. 


465 b.p 
34.5 


Type 
and 


63.3 
8 


Molasses 
tanker 


Athelsultar 


(1210) 


12,000 487.5 0.a. and 
460 b.p 59 
34.83 
Merchant Duke Cargo 10,000 457.5 0.a. «57.7 
(1241) 38.25 


Orkdal Tanker 


(1212) 


Speed elling tol Engine 
, Builders 


(knots) 


12.5 
Leslie 


Shipbuilders 


12 - Shipbuilders 


Commonwealth and Foreign Yards 


Else Neilser Cargo 2,550 270 . 40.7 - 166 


slas Orcadas Tanker 13,500 


516.58 o.a. - 64 
35.5 


Lisboa Cargo 2,450 246 (long) 


Ootmarsur Cargo 9,690 59.7 


416.7 b.p 
(727) 40 


Rheinsteir Cargo 


201 .77 o.a. and 
184.23 b.p. - 31.5 
14.5 


— Elsinore S.B 


14.5 


Hawthorn 


Nordberg 
Mnftg. Co 


Shipbuilders 
Swan, Hunter & 
Wigham 
Richardson 
Wallsend 
Cochrane & Sons 


Ailsa S.B 


Chas. Connell 


Chas. Connell 


Chas. Connell 


Vickers 
Armstrongs, 
Barrow 

Barclay, Curle 

Smith's Dock 


Howaldtswerke, 
Hambur 

Howaldtswerke 
Kiel 

Deutsche Werft 
Hambur, 
Deutsche Werft 


Flenderwerke 
Lubeck 
Norderwerft 
Hamburg 
Flenderwerke 


Flenderwerke 


Howaldtswerke 
iel 
Howaldtswerke 
Hamburg 


Howaldtswerke 
re 
Howaldtswerke 
tel 
Eriksbergs M.V 
Gothenburg 
Uddevallavarvet 


Gotaverker 
Gothenburg 

Howaldtswerke 
Hamburg 

Flenderwer.e 


Flensburger 
Schiffsbau Ges 
Deutsche Werft 

(2) 


Howaldtswerke 
Hamburg (1) 

and Flenderwerke 
(1) 

Bremer Vulkan 
Vegesack 


Shipbuilders 
Smith's Dock 


Harland & 
Wolff 


Wm. Gray 


Svendborg 
Skibsv., 
Svendborg 

Uddevalla 
varvet 


Milwaukee 


12 " -_ 


12.5 


Shipbuilders 


Sin.-ser 
-cyl 
diesel 


2-str Holm 


Shipbuilders 


Nydavise & 


Trollhattan 


Lubecker 
Masch 

Wilton- 
Fijenoord 
Schiedam 


Bremer 
Vulkan, 
Schiffbau & 
Masch., 
Vegesack 
Lidingover- 
ken, 
Lidingo 
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MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


HE DEATH has occurred of Mr. A, J. Popham, a director 
| of Sir William Reardon Smith & Sons, Ltd., and asso 
ciated companies. He joined the firm in 1911 and in 1914 
married a daughter of the first baronet Sir William Reardon 
Sm.th. He had been a member of the Baltic Exchange since 
1938. He was also a member of the executive of the Shipping 
Federation, Ltd., and a memter of the Cardiff Port Welfare 
Committee, and was chairman of the Britich Sailors’ Society, 
Cardiff. Mr. Pooham was a member of the executive com 
mittee of the Chamber of Shipping of the United Kingdom 
from 1920 to 1930, and was chairman of the Cardiff and 
Bristol Channel Shipowners’ Association in 1929, 

Tue Minister of Transport has avpointed Colonel Mark 
Whitwill to be chairman of the Transport Users Consultative 
Committee for the South West Area, Colonel Whitwill, 
shipowner and chairman of Mark Whitwill & Son, Ltd., 
Bristol, has been chairman of the South-Western Regional 
Board for Industry since 1945. 

Tue Institute of Transnort have announced that Sir Ralph 
Cochrane, vice-chief of the Air Staff, Sir William Currie, 
chairman of the P. & O. Comvany, and Sir Gilmour Jenkins, 
secretary, Ministry of Transvort, have been elected additional 
ordinary members of the Council, 


Mr. W. Giyxne Trice, a local director of Watts, Watts & 
Co., Ltd., in Liverpool, and for merly in Cardiff, has been 
appointed a director of the company, 

Sin Coui~n ANDERSON has been elected a director of the 
Orient Steam Navigation Co., Ltd 

Mr. D. D. Muir has been elected a director of Donaldson 
Atlantic Line, Ltd., and Donaldson Bros. & Black, Ltd. 

* . _ . 

oat and coke shipments from the Tyne in March were 

well down on the 1951 figure. During the month ship 

ments were 643,003 tons, a decrease of 286.425 tons or 
30.8 per cent on last year, and 489,939 tons or 43.2 per cent 
below the 1938 figures. For the first quarter of the year, ship 
ments amounted to 2,092,622 tons, a fall of 462,286 tons or 
18 per cent on 1950 and 1,175,804 tons or 36 ver cent on 19388. 
This year’s shipments have included 231 574 tons sent coast 
wise, 1.553.105 tons sent to London, 230,452 tons sent coast 
wise other than London, and 77,481 tons of bunkers. 

Coat shipments from Blyth during the first quarter of 
this year amounted to 1,443,111) tons, compared with 
1,579,929 tons last year and 1,494,412 tons in 1938. Export 
argoes declined severely during the quarter, when they 
otalled 88.521 tons compared with 303,093 tons in 1950. 
Coal shipments from Blyth in March amounted to 
tons, compared with 590,138 tons in March last vear. 
reduction in tonnage was due mostly to the strike of coal 
teemers from March 28 to 81. 

Mer. J. L. Harerincron, Chief Officer (Administration). 
Railway Executive Headquarters, is to be Chief Officer 
(Marine and Adminstration), Railway Executive Head 
quarters. Capt. J. D. Reed, Assistant Chief Officer (Marine), 





MR. W. H. PURDIE 
is a newly elected vice- 
president of the North 
East Coast Institution 
of Engineers and Ship- 
builders. Mr. Purdie, 
director and general 
manager, engineering 
department, William 
Doxford & Sons, Ltd., 
served his apprentice- 
ship with D. & W. 
Henderson, Ltd. He 
joined Wm. Doxford 
& Sons in I9I1 and was 
appointed chief 
draughtsman and de- 
signer in 1919, becom- 
ing engine works 
manager and director 
in 1942. Mr. Purdie 
was awarded the James 
Memorial Gold Medal 
by the North East Coast 
Institution for the best 
paper read during the 
year 1944-45 


Railway Executive Headquarters, is to be Executive Officer 
(Marine), Railway Executive Headquarters. 

CouNcILLOR JOHN Mason, publicity manager for the 
Wallsend Shpway & Engineering Co., Ltd., is to receive 
the honorary Freedom of the borough of Wallsend. He has 
been Mayor of Wallsend five times, 

Mr, Wattrer T. F. Hassan, who joined Coventry Climax 
Engines, Ltd., and their associate company, Coventry Diesel 
Engines, Ltd., on February 1, 1950, has been elected to the 
board . directors of the company, 

Mr. A. H. Veurman has been appointed managing director 
of Kon, “kon i-China-Paketvaart Lijnen, — V., outside Europe 

+ * . 


HE privately-owned U.S, Bibs fleet was increased 
| by 46 ships during March, bringing the total fleet to 
1,295 vessels of 15,356,000 deadweight tons, This in 
cludes 839 dry cargo vessels and 456 tankers, The March 
increase included the transfer of 40 dry cargo shivs and six 
Liberty tankers from the U.S. Maritime Administration to 
private owners. In addition, one newly-built supertanker 
was added to the fleet and one overage dry cargo ship was 
removed from active service 


Mr, A. C, Hartiey, until recently chief engineer of the 
Anglo-Iranian Oil Co., Ltd., has been appointed to the board 
of directors of Johnson & Phillivs, Ltd., the cable manu 
facturers. Mr. Hartley played a leading part in the develop 
ment of ‘“Pluto,’’ the wart.me system of fuel pipelines 
connecting this country with the Continent, and worked in 
close contact with Johnson & Phillips, Ltd., at that time. 

Tue River Wear Commissioners have decided to grant a 
lease to Bartram & Sons, Sunderland shivbuilders, of nearly 
5,000 sq. yds. of land, requisitioned by the Admiralty during 
the war, to provide a third berth at the yard. Bartram’s 
have bought from the Admiralty the plant, machinery, 
buildings and civil engineering work on the site of the 
third berth. 

THe Sverry Minor gyro compass is gaining increasing 
popularity in North America. In recent months 12 of these 
instruments have been supplied for installat-on in Canadian 
vessels, A further order has just been received for 25 Minor 
gyro compasses from the Sperry Gyroscove Company of New 
York, for installation in American vessels. 

Mip-Tyne Ferries, Lrp., have moved their Hebburn-on 
Tyne ferry landing about 200 ft. further upstream, This 
will increase the frontage at the adjo.ning shivyard of R. & 

’. Hawthorn, Leslie & Co., Ltd., and imvrove the facilities 
for the fitting out of the larger sh:ps now under construction, 

A LarRGe dry dock and second deep-water harbour are 
to be built at Haifa with capital realised through the sale 
of an Israeli Government bond issue. Work will be started 
on both schemes before the end of this year. 

Tut Royal Research Ship Discor ery II is leaving Sydney 
shortly on a cireumpolar voyage of research. 





MR. E. R. A. MILNE, 
formerly an assistant 
sales engineer, Man- 
chester area, of 
Newman Industries, 
Ltd., has been pro- 
moted branch manager 
for Scotland at their 
Glasgow office, _—siin 
charge of electric motor 
sales. Mr. Milne, 
before joining Newman 
Industries, Ltd., was 
with George Ellison, 
Ltd., and Everett 
Edgcumbe. He was also 
for a period with the 
electricity department 
of the Dundee Corpora- 
tion. He is an associate 
member of the Institute 
of Electrical Engineers 
and a member of the 
Institution of Mechanical 
Engineers and of the 
American Institute of 
Electrical Engineers 
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TYNE PLYWOOD WORKS 


LIMITED 


WILLINGTON QUAY 
WALLSEND, 
NORTHUMBERLAND 





MANUFACTURERS OF PLYWOOD 


F all Descriptions 
* 


Telegraphic Address Telephones; 


“OKOUME WALLSEND Wallsend 64044/6 














HOUSTON [INE 


(British & South American Steam Navigation Co., Ltd.) 


SOUTH AND EAST AFRICA 
all infor apply 
HOUSTON LINE (LONDON), LTD., 4, ST. MARY AXE, “LONDON, E.C.3. Telephone : AVEnue 58345 
or JOHN M. LENNARD & SONS, LTD., MIDDLESBROUGH GRISAR & MARSILY, ANTWERP 








PASSENGER and CARGO 


Hawthorn vss scr 
V. a Doxford, Sulzer and Werkspoor 
ae Leslie Diesel Engines 


Marine Turbines and 
Watertube Boilers 














R. & W. HAWTHORN, LESLIE & CO. LTD., NEWCASTLE UPON TYNE Dry Dock 502’ x 66’ 





JOSEPH L. t) SIR JAMES 
PHOMPSO! NLAING 

SONS LTD. & SONS LTD. 
NORTH SANDS YARD SUNDERLAND . DEPTFORD YARD SUNDERLAND 
Leaders in the Design and Construction of Ships 
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GELLATLY, HANKEY & CO.LTD. 


REGULAR SERVICES FROM 


United Kingdom to Egypt, Red Sea, India, 
Ceylon, Africa, Straits Settlements and 


Far East 


For Freight, Passage, Forwarding and Insurance, apply to : 
GELLATLY, HANKEY & CO., LTD., 

Dixon House,!, Lloyd’s Avenue, LONDON, E.C.3 
or 23, Pall Mall, S.W.1, Manchester, Liverpool, Glasgow 

















COAST LINES 
SEAWAY 


REGULAR SERVICES BETWEEN 
ALL IMPORTANT PORTS 











W. J. YARWOOD & SONS LTD. 
Established 1840 


SBIPBUILDER, 


ENGINEERS AND 


!RONFOUNDER® 


DOCK, NORTHWICH CHESHIRE 


rams: “Shipyard, Northwich 


Phone. 42:4 (2 lines 














VALVES. 





Kinghorn Valve. 


KINGHORN PATENT 
ROGLER-HOERBIGER 
PATENT 


and Disc or Plate 
Valves of every de- 
scription for Pumps, 
Air and Gas Com- 
pressors, Diesel 
Engine Scavenge 
Pumps, etc. 


THE METALLIC VALVE CO., LTD. 
SANDFORD STREET, BIRKENHEAD 











BROCKLEBANK X% WELL LINES 


GLASGOW and LIVERPOOL to CALCUTTA 


For Rates of Freight and further particulars, apply to Alex. Howden and Co 
Led. 107/112, Leadenhall Street, London, E.C.3; P. Henderson & Co., 95, 
Bothwell Street, Glasgow; The Cunard Steam-Ship Co. Led., Bradford 
Birmingham; Bigland, Hogg & Co. Ltd., Zetland Bidgs., Middlesbrough; 
THOS. & JNO. BROCKLEBANK, Led., Cunard Building, Liverpool 
And Manchester Dundee and Sheffieid 


MIDDLESBROUGH and LONDON to COLOMBO MADRAS and 
CALCUTTA 


For Rates of Freight and further particulars, apply to Gosman & Smith, Led. 
96/98, Leadenhall Street, E.C.; Bigland Hogg & Co.. Ltd., Middlesbrough ; 
of the Owners THOS. & JNO BROCKLEBANK LTD. LIVERPOOL 








UNITED STATES LINES 


Regular Frequent Service to 


NEW YORK 


BOSTON, PHILADELPHIA, BALTIMORE & HAMPTON ROADS 
FROM 
LONDON, SOUTHAMPTON, LIVERPOOL, 
GLASGOW and BELFAST 


For sailings and all information apply 
LONDON 38, Leadenhall St., E.C.3 (Royal 6677) 
LIVERPOOL: Wellington Buildings, 7, The Strand (Central 
GLASGOW 179, West George St., C.2. 
BELFAST: 6769 HIGH STREET (Belfast 25451) 
Or any authorised Agents 











_ ‘ T ‘ ‘’ ‘ T To 
REGULAR CARGO SERVICES 
Between LONDON and 
HAMBURG TERNEUZEN DIEPPE 
BREME EN HAVRE 
HARLINGEN DUNKIRK CHARENTE 

BORDEAUX 
OPORTO 
WERP TREPORT MEDITERRANEAN PORTS 
Between HAMBURG ana BRISTOL CHANNEL PORTS 
(Bristol, Cardiff, Newport, Swansea) 
Between LONDON and RHINE PORTS 

From HAMBURG and BREMEN to Mediterranean Ports 

Between SOUTHAMPTON and ANTWERP, ROTTERDAM, 
BREMEN, HAMBURG 
Coastwise Services between LONDON and HULL 


The General Steam Navigation Co., Ltd. 
15 Trinity Square, London, E.C.3. 
Telephone » ROYal 3200 











HIGGINSON’S 


Cargo Ships’ 


Blocks Gear 


HIGGINSON & CO. ficam 
7, Hurst Street, LIVERPOOL, | “Hydraulic” 


Phone 
Royal 6969 Liverpool 
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Passenger « Cargo Service 

One Class (Teurist) 
ABERDEEN ¢ 
COMMONWEALTH LINE 


88, LEADENHALL STREET, LONDON, EC. 3. 
Telephone : AVEnue 4232 








WORLD WIDE 
CARGO 
SERVICES 


opah ao 


CAYZER, IRVINE & Co., Ltd. 
LONDON - LIVERPOOL - GLASGOW 











CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WESTBOUND LOADING BROKERS 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Cont'nent 


by ROPNER LINE 


SIRR. ROPNER & CO (MANAGEMENT) sin R. ROPNER & CO. (LONDON) LTD. 


Coniscliffe Road, Darlington 22 St. Mary Axe, London, E.C.3 
Telephone 2811 r Telephone: AVE 2153 


STRACHAN SHIPPING CO.—New Orleans and all U.S. Gulf Ports. 














ROYAL MATL LINES 
to SOUTH AMERICA 


BRAZIL URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
CENTRAL AMERICA 
NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 


London : Royal Mail House, Leadenhall Street,£.C.3. America House, Cockspur 


Street, S.W.!. 
Liverpool : The P.S.N. Co., Pacific Building, James Street, (2) 








PALM LINE 


tcimivreo 


nt and reliable service 
xdern cargo liners between West 


antinent and Great Britai 


CARGO LINERS LINKIVG 
WEST AFRICA & EUROPE 


LEVER HOUSE, BLACKERIAS 
APRICA HOUSE, MERSEY 








BLUE STAR LINE 


EXPRESS LINER SERVICES 


WEST INDIES & SPANISH MAIN 
SOUTH AFRICA, AUSTRALIA, 
BRAZIL & ARGENTINA 


or SAILINGS, Freight. Insurance and Passages, apply :— 
BLUE STAR LINE LTD., 31-33, LIME ST., E.C.3 
Manchester, Birmingham, 
Liverpool : Lamport & Holt Line Ltd. Glasgow: J. S$. Nowery & Co 
Chief Passenger Office 
No. 3, Lower Regent Street, London, S.W.!. 














a LINE 
patent ity Ee 


WEEKLY MAIL SERVICE 
from SOUTHAMPTON 
also Intermediate & East African 
Sailings from LONDON 


Head Office: bas 
3 PFENCHURCH ST, LONDON, EC3 
MAN 2550 (Passenger MAN 9104) 

West End Passenger Agency: 
125 PALL MALL, SW! WHI 191! 
———— 











P. Ss. N. Ge 


LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 
JAMAICA, PANAMA CANAL, WEST COAST OF 
SOUTH AMERICA. 

Also via Bahia Blanca & Punta Arenas 


THE PACIFIC STEAM NAVIGATION CO. 
Pacific Building, James St., Liverpool, 2 
London Agents: Royal Mail Lines, Leadenhall St. E.C.3 


Freight: McGregor, Gow & Holland, Ltd. 
16, St. Helen's Place, London E.C.3 
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NEW ZEALAND LINE 


PASSENGER & CARGO SERVICES via PANAMA 


Particulars from ; 

J. B. WESTRAY & CO. LTD, 

133 Leadenhall Street, £.C.3. 
Tel.: AVEnue 5220 


THE NEW ZEALAND SHIPPING Co. Ltd. 








PORT LINE 


U.K. to AUSTRALIA and NEW ZEALAND 


NEW YORK to AUSTRALIA and 
NEW ZEALAND 


PORT LINE LTD. 


CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 
Phone : Avenue 1270. Telegrams : ** Portships, Fen, London "’ 

















HOULDER BROTHERS & CO, LTD, 


Shipowners, eta on rs, ee 
General Forwardin gents (Sea and Air 


REGULAR FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


“A and to SOUTH AFRICA 


FREIGHT ENGAGE MENTS, ma “= e or ave s insures and forwarded 
TO ALL PARTS OF THE WORLD 


Head Office: 53, LEADENHALL STREET, LONDON, E.C.3 

Branch Offices at Liverpoo sy wport (Mon tristol, Swansea 

Manchester, Hu my n tirmingham, Shetlield, Bradford 
Hanley, Dundee, Cape yw ar iney (N.S.W.) 

presentatives in Argentina and Uruguay non Houlder Brothers 

». (Argentina), Ltd., Buenos res, Rosar a Plata 











and 
ontev 


leo 
Houlder Brothers & Co., Brazil ro and Santos 














BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM . DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 

LIVERPOOL and MANCHESTER 
For Rotterdam, Amsterdam and Dunkirk Steamers : Wilson, Son & Co 

», Ghent and Terneuzen Steamers : J. T. Fletcher & Co 

: Ed. W. Turner & Son 

: James Fisher & Sons, | * j 

: Clyde Shipping Co., d 
BELFAST: G. Heyn & Sons Ltd. : fa nes Little & Co., (Belfast) Ltd 
ANTWERP, GHENT, TERNEUZEN: John P. Best & Co..3.A 
ROTTERDAM: P. A. Van Fs & (o.: Phs. Van Ommeren (Rotterdam) N.\ 
AMSTERDAM: Van Es & Van Ommeren Holland Steamship Co 
DUNKIRK: L. A. De Baecker 
LONDON : Phs. Van Ommeren (London), Ltd., Daltic House, 27, Leadenhail 

Street, K.C.3 


PARIS: Phs. Van Ommeren (France) 8.A., 11, Rue Tronchet, 8e 





ete ttn 


FOR PARTICULAR 14 COCKSPUR S$T., LONDON, S.W.!t 
oes id 7 BISHOPSGATE, LONDON, E.C.2 
ORIENT LINE 
9 KINGSWAY, W.C.2 Te TEM 1258 oF Agents 





PsO and B.I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, 
PAKISTAN, CEYLON, E. & S. AFR'CA, 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of services, fares, etc., apply— 
P. & O., 122, Leadenhall St.,E.C.3, @ 14, Cockspur Se. S.W.8 
eo 9, Kingsway, W.C.2¢ 
B. 1. (Agents: Gray Dawes & Co.), 122, Leadenhall St., E. 














BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT SUDAN, CEYLON 
AND BURMA 


Ail enquiries to 
BIBBY BROTHERS & CO., Martins Bank Building, Water 
Street, LIVERPOOL, 2. 

















WILSON LINE, HULL ‘jin W938, NLL 


Phone No 16180 (20 lines) 


REGULAR SERVICES 


From Hull. London, a Manchester, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, ete.; to and from 
Norway, Sweden, Denmark, WPotand, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Ecypt, India, Pakistan, Canada & United States. 


PASSENGERS Passenger Services to Norway, Sweden, Denmark, 


Poland, Italy, United States and Canada, etc. 
MARINE INSURANCE Insurances arranged on Cargo by 
our own and other steamers to and 
from all ports at current rates of premium. 
Lighter Owners Forwarding Agents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied. 








For Kates of Freight, Fares, Insurance, Forwarding. etc., apply to— 
ELLERMAN’S WILSON LINE, Ltd., HULL 
or Branch Offices at Leeds. Sheffield, Manchester, Birmingham, Bradford 
and Grimsby . THE UNITED SHIPPING CO. 
Ltd., 108, Fenchurch St., . London Rrokers for Indian and 
Pakistan Tra GELLATLY NKEY &CO., Ltd., ae House, 
1, Lloyds’ Avenue, London, E.C.3., or 62, Pal] Mall, 8. W 
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THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
Colon bo to Halifax. Boston. New York, Philadelphia, Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast, 
(filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.). 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—U.S. Atlantic and Pacific Coast 
ports to Philippines, Japan, China, Hong Kong, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Cami 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Indian Ports. Colombo and Malabar Coast to Brazil, 
Montevideo, Buenos Aires, Rosario and Bahia Blanca 

INDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South American ports 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE | Carrying passengers and cargo from 

INDIA-NATAL LINE f{ Rangoon, Chittagong, Calcutta, other 
Indian ports and Colombo to East and South African ports and 
vice versa. (Vessels of the India-Natal Line also call at 
Madagascar when opportunity offers. 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Shanghai. Hong Kong, Philippines, Saigon, Bangkok and Malaya to 
Japan, Mauritius, Reunion, East and South African ports and 
vice versa 

U.S. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

U.S. GULF to SOUTH AFRICA—U.S. Gulf ports to South and East 
African ports 

PERSIAN GULF—General Merchants, Export, Import and Ship Agents. 


For Freight and Particulars apply to— 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON. E.C.3. 


World 








ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA/GDANSK & FINNISH PORTS 
also 


KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and sufficient inducement offers 


For further particulars apply to— 


UNITED BALTIC CORPORATION, LIMITED, 


158, Fenchurch Street London, E.C.3 


Telegrams : ‘‘ Orienteako,"’ London 
Telephone No.: Mansion House 3311 (8 lines) 








MAC ANDREW LINE 


SPAIN AND MOROCCO 
Regular Services from LONDON, LIVERPOOL and Principal U.K. Ports 


Express Service by fast Motorships from 
LONDON and LIVERPOOL to BARCELONA 


HALL’S LINE 1o tisson and GIBRALTAR 


Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE ‘Te west !TAtyY and sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
19, Leadenhall St., London, E.C.3. 


Telephone : MANSION HOUSE 1543 


Cunard Building, Water St., Liverpool, 3 Tel : CENTRAL 3922 

BRANCH HOUSES at ‘*Barcelona, *® Madrid, *Tarragona 

* Castellon, * Burriana, * Valencia, * Gandia, * Denia 

*Carthagena * Almeria, * Malaga, *Seville and Bilbao 
Branches with *® act as Lioyd’s Agents 


Agencies in all other principal ports 











FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York 
FURNESS WEST INDIES LINE 


New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad. 


FURNESS RED CROSS LINE 


New York to Saint John, N.B./ Halifax, 
N.S./ St. John’s and Corner Brook, N.F. 


FURNESS-WARREN LINE 
Liverpool to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 


Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 


Loading Brokers :—Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda. 


JOHNSTON WARREN LINE 
Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir, Haydar Pasha, Istanbul, Black 

Sea, Roumanian and Danubian Ports. 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall Street, London, E.C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE. 


PRINCE LINE 


CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — U.S.A. 
U.S.A. — FAR EAST — E. CANADA — U.S.A 
U.K. — MEDITERRANEAN — U.K. 
ARGENTINA & URUGUAY — U.K 


For further information apply 
PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3 
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FEU eee aT 


EAGLE AVIATION LTD. PERSIAN GULP... 


draws the attention = : 
y pe HMAD BEHBEHANI SONS 
of shipowners coueany 


to their fleet of Avro York aircraft recently 
increased to six in number. These aircraft INVITE APPOINTMENTS AS 


are ideal for crew movements also for the AGENTS FOR SHIPPING COMPANIES 


___ transport of ships’ spares. EXTENDING THEIR SERVICES TO THE PERSIAN GULF 
Maximum economy -| Maximum speed. 





a Details of prewar representations available on request. 
Head Office Integrity and financial standing supported by bankers 
29 CLARGES STREET, LONDON, W.1. references. 


Tel: GROsvenor 6411 Cable: Speedlode Audley, London Tele. No. 382. Cables 1 BebbehantKewelk 


COE eee 
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FIRE! 


WHERE’S YOUR 


NU-SWIFT? 


The World's Fastest Fire Extinguishers 
— for every Fire Risk 
Pressure-operated by sealed CO, Charges 


Uniforms Rubber Boots 
Battle Dress Boot Hose 
Caps, Badges Overalls 
Gold Lacings Kit Bags 
Raincoats Bedding 
Oilskins Blankets 
NU.SWIFT LTD * ELLAND + YORKS 


In Every Ship of the Royal Navy GARDINER & CO. (The Scotch House) Ltd. 
1, 3 & 5, Commercial Road, London, E.! 
Opposite Aldgate East Station Phone : Bishopsgate 675! 3 
ORDER BY POST-SELF MEASUREMENT FORMS SUPPLIED 
Complete Outfits for R.N. R.N.V.R. and M.N. 


) ee fe ee ee ee ee ee ee ee ee ee ee 
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ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, MIG ONAL VILLOTINE TYPE SHEARING MACHINE 
Plans and Sailing Directions etween standards $10"; ka ‘housings 20": direct pinion drive fr 
published by the Hydrographic 
Dept., can be obtained from 

J p POTTER Admiralty Agent for Charts, 

.U. » Publisher of Nautical Books, 
and Bookseller. 

145, MINORIES, LONDON, E.C.3. (Tel. : Roya/ 1369) 


Large Stocks of Nautical and Technical Books of all 
descriptions. 
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Shell Petroleum Co 
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Crossley Brothers, Ltd 
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Eagle Aviation, Ltd Orient Line Westminster Bank, Ltd 
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“INTERNATIONAL” THE GREATEST NAME IN MARINE PAINTS 
GT . Cf) . Sp 
@ Y ervdl(ondl Yutnts Stil 


GROSVENOR GARDENS HOUSE * LONDON, S.W.1. Telephone: VICtoria 3161 (10 lines) 
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ELLERMAN LINES 
World-Wide Services 


Linking 
U.K. CANADA U.S.A. 
with 
SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 
RED SEA & PERSIAN GULF 
INDIA & PAKISTAN, 
CEYLON & BURMA 


MALAYA, PHILIPPINES, CHINA & JAPAN i . 9 
AUSTRALIA & NEW ZEALAND. __ Where can your goods go? 


The world is wide but economic conditions, currenc y re- 


Hall Line, Ellerman & Bucknall Line, strictions and the like exercise a limiting effect ... It is part 
City Line, Ellerman Line y of the service of the West 
Papayannt Line, an 4 and up-to-date information on trade conditions which must 
Westcott & > y form the background t« 
Laurance Line, = a p Z new business ventures 


nunster Bank to provide the accurate 


» any discussions of new markets and 


This facility is included in the wider 
Head Offi * ‘ 1 which the Bank offers to ¢ re) : er 
| leeee LEADENHALL STREET, \ r\ Bar | ill imp rt rs and export 
LONDON, E.C.3 Yt: § and which is described in a booklet called The Foreign Busi 
LIVERPOOL—T Buildin \\\\y x » : 
Tower Buildi 3 Service of the Westmu Bank. Your nearest branch will be ¢] 


GLASGOW —75, Bothwell St., C.2 to give you a copy. 


World-Wide iceman WES TMINSTE RR BA ANK I LI mn TED 











— —_——- 


SILL AAR AI, 8 Er Ae TTR Se 














WEDNESDAY, APRIL 25, 195! THE SHIPPING WORLD VOL. CXXIV : No, 3017 


r > 
SWAN, HUNTER, & WIGHAM RICHARDSON, Ltd. 
WALLSEND-ON-TYNE 


AND 


NEWCASTLE UPON TYNE 





SHIPBUILDERS - MARINE ENGINEERS 
SHIP AND ENGINE REPAIRERS 
FLOATING DOCKS 





T.S.S. ‘* Provence ”’ 


Built at Neptune Shipyard for Société Générale de Transports Maritimes a Vapeur 


MARINE STEAM AND OIL ENGINES 


GEARED TURBINES, 
BAUER-WACH EXHAUST TURBINES 


THREE GRAVING DOCKS up to 570 feet long 


London Office : 
Armadores House, Bury Street, E.C.3 
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